DOT Performance Plan (FY 2001) and Report (FY 1999)

DOT’s Combined Performance Plan and Report

he Department of Transportation (DOT) is committed to managing for results. Transportation is a key
element in the production of products and services in the U.S., as well as in supporting our national defense.
Everything we do at DOT is aimed at making measurable improvements in our transportation system, the
security of our nation, and the quality of American life.

This year marks another significant advance in managing for results at DOT. Two years ago we published our first
Department-wide performance plan, for fiscal year (FY) 1999. This year we are pleased to report on the measures and
targets we aimed to achieve in that plan. But we are doing more than just reporting those results. In order to make our
goals and results more useful to our stakeholders, we have chosen to combine our report on 1999 results with our plan for
2001 performance. At DOT we have come to understand that using measurement to manage will only succeed when we
understand historical trends, study recent results, and then integrate this information into strategies and resource
decisions. By putting this information in one document, we hope we have created atool that is more relevant and useful
to you, the reader.

Our Combined Performance Plan (FY 2001) and Report (FY 1999) still supports the planning and reporting framework
that isintegral to managing for results:

The Department of Transportation’s Strategic Plan provides a comprehensive vision for advancing the nation’s complex
and vital transportation system into the 21st Century. The plan sets forth the strategy for DOT for Fiscal Years (FYS)
1997 through 2002, setting broad goals, targeting outcomes and identifying key challenges.

The DOT Performance Plan is a companion piece to the DOT Strategic Plan and to the DOT Fiscal Year 2001 Budget
Request. The Performance Plan defines those performance indicators and goals we will use to measure our progress
toward achieving our strategic goals. By linking these goals to the budget, it describes one fiscal year’'s effort within
DOT and shows how this effort fits into the long-range plan for the Department and the U.S. transportation system.

The DOT Performance Report—combined with the plan this year—provides a public accounting of performance against
the goalsin the FY 1999 plan. The report on performance for FY 2000 will be provided in March 2001, and the report on
performance for goalsin this plan will be provided in March 2002.

The DOT Strategic Plan

The DOT Strategic Plan sets forth the overal direction, vision, and mission of the Department. The Strategic Plan
covering this Performance Plan is dated September 1997 and covers the years 1997 through 2002. In that plan, citing the
Department’ s enabling legidlation from 1966, the purpose of the Department is described:

“The national objectives of general welfare, economic growth and stability, and security of the United States
require the development of transportation policies and programs that contribute to providing fast, safe,
efficient, and convenient transportation at the lowest cost consistent with those and other national objectives,
including the efficient use and conservation of the resources of the United States.”

The Secretary of Transportation has articulated his vision of how the Department will carry out its purpose. This is
captured in the Strategic Plan as a statement to be used by al Department employees in framing their approach to the
DOT mission. The Strategic Plan also provides a mission statement to describe the underlying purpose for Departmental
activities, and identifies five Strategic Goals that capture the most important outcomes influenced by the Department’s
programs:
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VISION STATEMENT

“A visionary and vigilant Department of Transportation leading the way to transportation excellencein the 21st
Century.”

MISSION STATEMENT

“Serve America by ensuring a safe, fast, efficient, accessible and convenient transportation system that meets our
vital national interests and enhances the quality of life of the American people, today and into the future.”

DOT STRATEGIC GOALS

Safety - Promote the public health and safety by working toward the elimination of transportation-
related deaths, injuries, and property damage.

Mobility - Shape America’ s future by ensuring a transportation system that is accessible, integrated,
efficient, and offers flexibility of choices.

Economic Growth and Trade - Advance America's economic growth and competitiveness
domestically and internationally through efficient and flexible transportation.

Human and Natural Environment - Protect and enhance communities and the
natural environment affected by transportation.

National Security - Advance the nation’s vital security interests in support of national
strategies such as the National Security Strategy and National Drug Control Strategy by

ensuring that the transportation system is secure and available for defense mobility and that our
borders are safe from illegal intrusion.

How We Will Achieve Our Strategic Goals

The Department will achieve its Strategic Goals through its leadership role in U.S. transportation policy, operations,

investment, and research. To influence results, DOT programs rely on a number of common interventions and actions.
These include:

& Direct operations, such as air traffic control, vessel traffic services, and military operations.

&0

Infrastructure investments, such as highway, rail, and transit investment, and grants for airport improvement.

]

Capital investment, such as new Air Traffic Control system components, Coast Guard vessels, and Amtrak.

'

Financial Tools, such asloan guarantees for shipbuilding.

&0

Rulemaking, such as equipment, vehicle or operator standards, and elimination of trade barriers.

‘I

Enforcement to ensure compliance, including inspections, investigations, and penalty action.

'

Technology development and application, such as fostering new materials and technologies in transportation, and
transportation related research.

&0

a) Education, such as consumer awareness, and campaigns to influence personal behavior.
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Some of these interventions and actions reside entirely within the Federal government, but most involve significant
partnering with state and local authorities and with the transportation industry. These are the broad areas of action DOT —
and state and local governments — commonly use to bring about desired results. Tax expenditures are also a significant
tool by which the Federal government encourages transportation investment, but do not represent a key tool of
intervention by DOT.

This Combined Performance Plan and Report focuses on DOT’s five strategic goal areas, the FY 2001 resources and
activities that will help us achieve results, and the results we saw in FY 1999. At the same time, some activities are
internal ones— like financial management, procurement, and personnel -- without which the Department could not operate
or hope to achieve its goals. The Corporate Management Strategies section of this plan focuses on staff and support
activities, discussing this critical area of performance. The most important new area of emphasis in our day-to-day
management of programs and actions is our determination to become ONE DOT capable of acting as an integrated,
purposeful leader to optimize transportation efficiency and effectivenesss. ONE DOT means that our operating
administrations work together as a single team to support our interdependent and intermodal transportation system.

How We're Organized

DOT employs about 100,000 civilian and military people across the country, in the Office of the Secretary of
Transportation (OST) and through eleven operating administrations and bureaus, each with its own management and
organizational structure:

Federal Aviation Administration National Highway Traffic Safety Administration
Federal Highway Administration Research and Special Programs Administration
Federal Motor Carrier Safety Administration  St. Lawrence Seaway Development Corporation
Federa Railroad Administration United States Coast Guard

Federa Transit Administration Bureau of Transportation Statistics

Maritime Administration

The Office of the Secretary of Transportation provides overall |eadership, management direction, and administers aviation
economic programs. The Transportation Administrative Service Center provides administrative support. The Office of
Inspector General (OIG) and the Surface Transportation Board (STB), while formally a part of DOT, are decisionally
independent by law and are not part of this plan.

How We Select Our Performance Goals

Performance goals can range from outputs, to intermediate outcomes, to ultimate outcomes. DOT focuses on outcomes
because these convey a better sense of value to the American public. Outcomes are the reason we exist as a Department.
However, not al performance goals are at the same level on this continuum. For example, our goals for seat belt use and
grade crossing crashes both contribute to the ultimate outcomes of reduced fatality and injury rates — also DOT
performance goals. Similarly, our goa for Intelligent Transportation Systems (ITS) integration contributes to
improvements that reduce highway congestion, mobile source emissions, promote energy efficiency and safety (fatalities
and injuries). All of these are included in the DOT Performance Plan because together they help tell the story of what we
are aiming to accomplish, and how.

We have tried where possible to select performance measures that address activities in each area of DOT work. When
considered along with external factors and information revealed in program evaluations, these measurements provide
valuable insight into the performance of DOT programs. These measures, and the discussion of means and strategies
under each, are not meant to illustrate every activity and performance indicator in the Department. This Performance
Plan is necessarily a top-level depiction of managing for results within DOT. It is meant to be read in conjunction with
the budgets of the individual operating administrations, which provide more detailed and program specific performance
measures and budget justification.
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How We Have Combined Our Plan for 2001 with Our Report for 1999

Thisyear DOT is submitting a single document that combines the Performance Report for FY 1999 and the Performance
Plan for FY 2001. In each strategic goal area, we present the key performance goals we will usein FY 2001 to guide our
activities and judge our results, along with the goals we identified in the FY 1999 plan and our performance against them.
For each performance goal we provide:

Component Integral to Integral to
Performance Performance
Planning Reporting

A description of the challenge we face — the reason for action v v
The measure or measures we are using to judge success, and the FY 1999- v v
2001 goalsfor each
Historical data— ten year baseline where data are available v v
The external factors that may present special challenges in achieving our v v
goal;
A cross-reference to common outcomes with other agencies v v
An analysis of what happened in 1999 v
An assessment of the FY 2000 plan, based on the 1999 results v
FY 2001 activities, resources, and any significant legislation or regulations v
we propose
Special management challenges (when related to goal) v v

Data details including the source, scope and data limitations for each performance goal are provided in Appendix I.

Our 1999 Resaults: A Reader’s Guide

DOT has measured and assessed performance in various programs for some time, but this year marks the first time we
have presented atop level look at outcomes across the entire Department, just six months after the end of the fiscal year.
We have found this an exciting — and challenging — project. To present information meaningfully, we have recognized
some general rules about data and data interpretation in preparing this report.

The Relationship between DOT' s Activities and Observed Results: The relationship between resources and results can be
complex. Results of direct service programs, such as Coast Guard migrant interdiction, are significantly influenced by
current year activities. Others results, such as highway congestion or transit ridership, are predominately influenced by
prior year funding. Almost all results are influenced by amix of current and prior-year activity. Performance trends and
current year outcomes should be viewed with this understanding.

Fiscal Year versus Calendar Year: Most DOT results are reported for FY 1999 (October 1998 to September 1999).
Many DOT safety programs report results for calendar year 1999 (January 1999 to December 1999). Thisis because the
data for many safety programs have long been aligned around calendar years. Shifting to FY would make past-year
comparisons difficult, adding confusion with little benefit to program management. We have been careful to note
whether results and trends are in CY or FY. Either isa satisfactory indicator for 1999 performance.

Preliminary and Final Results for 1999: Closing out and reporting 1999 results by March of 2000 was challenging,
particularly where we had to rely on third party reporting. Often we have our previous year’ s results by March, but must
walit for final data or proper verification and validation. For thisreason, DOT’s Performance Report for 1999
distinguishes between preliminary results and results. Preliminary results provide a reasonable, quantitative assessment
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of our outcomes, but the reader should expect them to be adjusted after final compilation or verification and validation.
Results that are final are not expected to need significant revision.

Single Y ears Results versus the Historical Trends: Federa and state programs rarely aim to influence simple things. We
tackle tough problems such as safety, pollution, and congestion at the national level. Sometimes we see progress
overwhelmed by external factors, such as economic growth (or recession), market shifts, extreme weather, and other
factors. Sometimeswe get a“helping hand” from those same factors. In most outcomes there is natural fluctuation year
to year — you can seeit clearly in the ten-year trend lines.

DOT sets annual targets for the outcomes it aims to influence, regardless of these factors. Targets set amark so we can
judge our progress. They aso force us to think hard about what we can — and can’t — do to get results. We have reported
single year results for 1999. There is no simple formulathat ties the results in one year to the success or failure of
programs. DOT’s 1999 Performance Report invites the reader to “look over our shoulder” at the real-world picture we
are studying as we try to make transportation — and the lives of Americans -- better.

Performance Progress Report: To help interpret single year results and historical trends, we have provided a Performance
Progress Report at the front of each strategic goal section. These tables provide data from 1993-1999, DOT's 1999 target,
and a quick assessment of whether the target was met or a good trend was observed. Judging a good trend is sometimes
difficult —we have looked for either an improvement from 1995 to 1999, or amove in the right direction in the last year.
The significance of sometrendsis hard to assess. For this reason, we provide 1993-1995 data as well as graphs on each
goal page. Readers should always view 1999 results with eye both to the target and the long-term trend.

Our 2001 Plan: A Reader’s Guide

Fiscal Y ear 2001 marks our third DOT Performance Plan. Thisyear’s product builds on the suggestions of our
stakeholders and what we have learned within our own programs. Again, several broad principals have guided usin
presenting our performance plan:

Setting Annual Performance Targets: DOT’s targets for 2001 reflect the gains we think we can make in each goal area.
There's no exact science to calibrating “targets’ to resources. The goals we've set reflect a combination of current
funding, past funding, program initiatives, and the actions of our partners. There is aso an element of “stretch” in our
goals. We are not scared of missing some of these targets — provided they were redlistic, challenging, and in the end we
were able to move resultsin the right direction.

How We Have Improved Some Measures: Thisisour third year of performance planning — and of verification and
validation. In anumber of cases we have found better ways to define the measure or sort the data, creating a more
sensitive and realistic indicator. 1n some cases we have developed entirely new measures. We will continue to improve
measures where we think it will improve our management and our accountability. Where we have replaced 1999
measures with new indicators, we still report results on the original 1999 goals — we feel thisis important for
accountability (see page 55 for an example). We include no 2001 strategies and initiatives for these goass; rather,
strategies and initiatives are included for the replacement

measures. Where we have refined and improved a measure, we Special Focus: Management Challenges
present the “old” trend line along with several years of

historical datain the “new” format. This permits the reader to Our performance measures and results are the
see the degree of offset, and compare trends before and after focus of this combined plan and report.
the change (see page 32 for an example). Transportation outcomes are what we aim for,

every day. But how we achieve these results is
FY 2001 Resources and Our Goals: The budgeted resources of | alsp vitally important. The public entrusts us not
DOT support the broad range of DOT strategic goals. This | only to improve transportation safety and
illustrates a fundamental Strength of DOT programs—that performanca but also to manage our resources and
existing capacity delivers public value in multiple goal areas. | programs wisely. Throughout this plan and report
By design, a dollar spent on transportation infrastructure may | we identify the key management challenges we
also advance safety, mobility, economic growth, the mitigation | must address and overcome as we work towards
meeting specific performance goals.
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of harmful impacts, or national security. Because of this, the program activities found in the DOT Program and Financing
(P&F) schedules are both consolidated and disaggregated in order to align with strategic and performance goals.
Multiple program activities sometimes support multiple goals, and for efficiency some programs (such as administrative,
legal, or facilities support) provide common support across al strategic goals. The alocation of resources (estimated
obligations) to the five strategic goalsis shown in Appendix I1.

Tables showing the full allocation of direct program spending (such as direct safety spending, or direct mobility
spending) are found at the end of each strategic goal section. This plan refers to direct programs as those principally
aimed at specific strategic goals.
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STRATEGIC GOAL: SAFETY

Promote the public health and safety by working toward the elimination of
transportation-related deaths, injuries, and property damage.

Sety is our most important strategic goal. Transportation enables the movement of people and goods, fueling our
economy and improving our quality of life. However, transportation exposes people, property and freight to the risk of
harm. We strive to improve the benefits of transportation while constantly reducing the risk to health and well being.
The FY 2001 budget proposes $4 hillion for direct safety programs to meet this challenge—a 13% increase over 2000.

We Aim To Achieve These Strategic Outcomes:

=  Reduce the number of transportation-related deaths.

= Reduce the number and severity of transportation-related
injuries.
= Reduce the rate of transportation-related fatalities per

passenger-mile-traveled and per ton-mile of total freight
shipped (or vehicle miles traveled).

=  Reduce the rate and severity of transportation-related injuries
per passenger-mile-traveled and per ton-mile (or vehicle
miles travel ed).

= Reduce the dollar loss from high-consequence, reportable
transportation incidents.

= Reduce the number of reportable transportation incidents and
their related economic costs.

This section includes a report on how we did on achieving the
goals in our 1999 Performance Plan, beginning with a discussion
of aggregate transportation safety in the U.S., with data compiled
across al modes.

We dso include a Performance Progress Report for 1993-1999.
Alongside our 1999 results, we note if the target (goal) was met.
If the goal was missed but recent data show the trend responding
in a good direction, we note that important result. A detailed
analysis of performance results for 1999 and our strategies and
initiatives for 2001 follows the Performance Progress Report. Our
discussion of Safety concludes with a presentation of Safety
Program Direct Spending.

PERFORMANCE M EASURES:
Highway fatality and injury rates
Alcohol related highway fatalities
Seat belt use

Large truck-related fatalities and injuries
Air carrier fatal accident rate
General aviation fatal accidents
Runway incursions

Operational errors (Air Traffic)
Recreational boating fatalities
Mariner rescue

Passenger vessel safety

Maritime worker fatality rate

Rail accident and fatality rates

Highway-Rail grade crossing accident rate

Rail trespasser fatality rate
Transit fatality and injury rates
Pipeline failures

Hazardous material incidents
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Fatalities:

After several years of decline, the overal number of "
transportation fatalities grew from 1993 to 1995, and then CaMNes
became essentially steady from 1995 to 1997. A dlight
downward movement appears again in 1998. Based on
preliminary data, there was virtualy no change in the
number of transportation fatalities between 1998 and 1999.
(Preliminary estimates for 1999 are available only for the
number of fatalities and the number of injured persons. Data
for the other transportation-wide safety measures will be
available by the end of 2000.)
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A reduction in highway fatalities in 1999, which account for
approximately 94% of all transportation fatalities, accounts for the direction of the overall fatalities. While relatively
small, the decrease is more substantial in the context of rising miles of travel and meets the strategic outcome goal of
reducing the total number of transportation-related deaths.

Economic prosperity and the way we live fuels growth in
passenger-miles-traveled. As the U.S. population consumes
more transportation, the only way to avoid more fatalities is
to lower the rate of fatalities. Deaths per 100 million
passenger miles have shown a downward trend from 1996
through 1998, following a relatively constant level from g

1992 to 1995. Again, this aggregate measure is significantly 06
influenced by the highway fatality rate. The continued E
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decrease in 1998 meets the strategic outcome goa of 02 Y S —
reducing the rate of transportation-related fatalities, o+
measured against passenger-miles. Achieving further 292 4990 A9 AL ARG NS 20N
reductions in fatality rates will require changes in personal = QoscenoeiWNe 4 SonalNe

behavior (such as seatbelt use, reduction in acohol-related
crashes, or consumer choice of the safest modes of transportation) and improved transportation technol ogies.

The rate of fatalities per ton-mile of freight has followed a similar pattern and decreased slightly in 1998, after having
remained level for several years. While its significance is still uncertain, this decrease in 1998 also meets the strategic
outcome goal of reducing the rate of transportation-related fatalities, in thisinstance measured per ton-miles.

Injuries: AWK P e1500s

While fatality measures tend to receive more public
attention, transportation injuries are a significant burden on
individuals and on our society as well. Although injuries
rank below fatalities in severity, they extract a cost from our
society in hospitalization and medica costs, lost
productivity, to say nothing of pain and suffering. Like
fatalities, this trend is dominated by trends in highway
crashes, which account for 99% of the transportation-related
injuries and have an estimated cost of $150 billion annually.
Over the last eleven years, the number of injured people
appears to have peaked in 1995, followed by a decrease for the last severa years. Although the number of injured
persons remained virtually the same from 1998 to 1999 (based on preliminary data), the overall trend since 1995 meets

g
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the strategic outcome goal of reducing the number of transportation-related injuries. Again, this was a particular
challenge given the fairly steady risein travel.

Also like the transportation fatality rate, the injury rate per
100 million passenger-miles has been declining for the last
several years, after a peak in 1995. This continued
downward trend in 1998 meets the strategic outcome goal a
of reducing the rate of transportation-related injuries, as §
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measured against passenger-miles.

The rate of transportation injuries per 100 million ton-miles
of freight has been generally downward in the last decade,
which also meets the strategic outcome goal of reducing the

rate of transportation-related injuries, in this instance AR ‘w‘m ‘\,9‘% ‘%‘% ‘W‘% ‘\/gé% o

measured against ton-miles. —mQossendei-WNe 4 onNe
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Transportation Incidents:

Transportation incidents (crashes, system failures, spills, -
releases, etc.) are precursors to injuries and fatalities, and oems
have an economic cost independent of the human cost. As A0
such, they provide another key indicator for managers.
Reducing the number and rate of crashes is generaly
considered to be the most beneficial intervention to reduce
fatalitiesand injuries.

» -
g el - m

The trend in transportation incidents has been relatively level
for the last two years, after a period of climbing numbers of
incidents since 1992. Although not apparent in the graph,
the number of incidents experienced a dight decrease (1000 0 ‘ ‘ ‘ ‘ ‘ ‘

incidents) from 1997 to 1998, which corresponds to the AORR A0 4907 A0 996 499D 2000
strategic goal of reducing the number of reportable
transportation incidents. The significance of this one-year reduction should be viewed with caution, however.
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PERFORMANCE PROGRESS REPORT: SAFETY

SAFETY 1993 1994 1995 1996 1997 1998 1999 1999 GOA GOOD
GOAL L TREND?
MET?
Highway Fatalities/100 million VMT 1.7 17 1.7 17 1.6 16 15 1.6 ‘/
Highway Injuries/100 million VMT 137 139 143 141 133 122 119 127 ‘/
% highway fatalities alcohol-related 435 40.7 41.2 40.9 38.6 38 38 36 ‘/
% front occupants using seat belt 66 67 68 68 69 70 67 80
U. S. commercid fatal aviation .033 044 .031 .037 .055 .006 .040 .034

accidents/ 100,000 flight hours

Runway incursions 186 200 240 274 318 325 322 270

Operational errors/100,000 activities 0.51 054 0.52 051 0.48 0.55 0.57 0.49

Deviations/100,000 activities 0.11 0.11 0.10 0.10 0.12 0.18 0.18 0.09
Recreational boating fatalities 848 831 888 770 857 864 773 763 \/
% mariners rescued that are reported 92 96 94 93 93 94 95 93 ‘/
in life-threatening danger

Fatalities/100,000 workers aboard 59 31 37 38 39 35 28 34 \/
commercial vessels

Train accidents/million train-miles 4.25 3.82 3.67 3.64 354 377 3.79 344
Rail-related fatalitiesmillion train- 2.08 1.87 171 155 157 1.48 1.30 157 \/
miles

Grade crossing accidents divided by 347 3.22 2.87 257 2.27 1.98 2.00 2.19

the product of million train-miles and

trillion VMT

Rail-related trespasser fatalities 3.30 3.10 2.80 2.64 2.94 2.80 2.46 2.58

divided by product of MTM and

billion U.S. population

Transit fatalities’100 million PMT .610 .670 .567 .523 545 .565 531 .507 ‘/
Transit injured persons/100 million 129 135 133 127 118 119 112 123 \/
PMT

Natural gas transmission pipeline 5,378 4,933 4,767 4,964 4,871 4,160 3,754 4,528 ‘/
failures

Failures of hazardousliquid pipelines 230 244 188 195 175 154 159 171 ‘/
Pipeline incidents caused by outside 168 158 146 150 129 162 117 137 ‘/
force damage

Serious hazardous material incidents 358 427 408 466 422 432 341 430 ‘/

in transportation

N/A= Not Available
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HIGHWAY FATALITY AND INJURY RATES: in 1999, motor vehicle crashes killed 41,345

(preliminary estimate) Americans and injured over 3 million, taking a heavy toll on American families and costing more
than $165 billion in medical and other costs. Highway crashes cause 94 percent of al transportation-related fatalities
and 99 percent of transportation injuries. They are the leading cause of death for people ages 5 through 29.

Performance Goals & Results

Performance Measure:
vehicle miles of travel.

Fatalities per 100 million

Goals: 1999 2000 2001
1.6 15 1.5%*
Actual: 15*

Performance Measure:  Injured persons per 100
million vehicle miles of travel.

Goals: 1999 2000
Actual:  119*

* 1999 Preliminary estimates
** This goal may be revised downward in the Revised Final
Plan if the final 1999 data confirms the preliminary data.

2001 127

Catalitiag

External Factors. Vehicle travel is expected to grow at
approximately 2.2 percent per year. In addition, the
highest risk population groups -- older drivers and
drivers ages 15 to 24 -- will grow at faster rates than the
overall population. The number of younger drivers age
15 to 24 grew by 1.6 percent in 1999, nearly twice as fast
as the total population. Although the number of people
70 years and older makes up 9 percent of the total U.S.
resident population, they comprised an estimated 11
percent of al traffic fatalitiesin 1999.
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goals for CY 1999 were met. Fatalities and injuries per
100 million VMT declined to record lows.

LTIITIT TINCIUTLO,:

This reduction in the fatality and injury rates occurred
despite the fact that the economy expanded in 1999,
continuing the longest economic expansion in a
generation. Historically, economic expansions correlate
with short-term increases in fatalities. Exposure factors
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that increase in an expanding economy include driving
for entertainment purposes as well as for work.

The number of fatalities in 1999 decreased dightly (0.3
percent). However, despite the overall decline in the
number of fatalities, motorcycle fatalities increased 11
percent.

In 1999, nine agencies within the U.S. Department of
Transportation combined the best injury prevention
practices into the Safe Communities approach to serve as
a model throughpgt the natgon. Communities are in the
best position to improve motor vehicle safety. When a
community takes ownership of an issue - traffic safety or
otherwise - change happens. DOT surpassed its 1999
goa of 600 Safe Communities with 730 Safe
Community sites by the end of 1999.

NHTSA issued a supplemental notice of proposed
rulemaking to improve the safety benefits of air bags
while reducing the associated risks. This proposal
continues a comprehensive set of actions NHTSA
announced in 1996, including the use of advanced air
bags, to improve automatic crash protection for
occupants of various sizes, belted and unbelted, and to
minimize the risks posed by air bags to infants, children
and other occupants.

Major evaluations completed in 1999:

Evaluation of Federal Motor Vehicle Safety Standard
(EMVSS) 214 - Side Impact Protection: Dynamic
Performance Requirement

This study found a statistical correlation between the
performance measurement for side impact, the thoracic
trauma index as measured on an anthropomorphic
dummy, TTI (D), and rea world performance of crash-
involved vehicles. Design changes to comply with
FMVSS214 are providing real benefits to occupants of
passenger vehicles in side impact crashes.

Effectiveness of | ap/Shoulder Belts in the Back
Outboard Seating Positions

This study found that lap/shoulder belts reduce fatality
risk by 44 percent relative to unrestrained back-seat
occupants of passenger cars, and by 15 percent relative
to lap-belted occupants. Lap/shoulder belts also reduce
abdominal injuries by 52 percent and head injuries by 47
percent relative to lap beltsin frontal crashes.
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FY 2000 Performance Plan Evaluation: Based on
program performance in FY 1999, we expect to achieve
the goals set in the FY 2000 performance plan. To
address the increase in motorcycle fatalities, NHTSA, in
partnership with the Motorcycle Safety Foundation and
others in the motorcycling community, will complete the
development of the National Agenda for Motorcycle
Safety. The Agenda will provide recommendations for
NHTSA and its partners on specific ways to improve
motorcycle safety.

Strategies and Initiativesto Achieve 2001 Goal: DOT
will reduce the rates of fatalities and injuries per 100
million vehicle miles of travel through initiatives aimed
at reducing the occurrence and consequences of traffic
crashes. NHTSA will continue to focus on reducing the
number of alcohol-impaired drivers and increasing seat
belt use (see separate goals for each of these). DOT will
also continue to make highways safer by improving the
safety of the roadway itself, increasing the safety of rail-
highway grade crossings, improving the safety of
vehicles, developing intelligent vehicle technologies, and
encouraging people to shift from highwaysto safer forms
of travel.

= DOT will continue its grant programs for highway
safety, and broadly advance its comprehensive
research and outreach programs. An increase of
$167 million is requested in these critical areas ($1.5
billion total obligations).

= NHTSA will focus on preventing crashes through
behavioral programs (see goals for seat belt use and
reducing alcohol related fatalities), on lessening the
severity of crashes by improving vehicles, and on
emergency response capabilities — the human,
vehicle and environmental factors that influence the
crash event - with special emphasis on reducing
injuries to children. ($519 million).

= NHTSA will continue to perform compliance tests
to assure conformity with the Federal Motor Vehicle
Safety Standards, will investigate potential safety-
related defects, and will monitor safety recalls to
assure that non-compliant and defective vehicles and
equipment are fixed.

=  NHTSA will work with all DOT modes to increase
the number of Safe/Livable Communities. This
approach builds local codlitions to identify and
address their traffic injury problem.

= FHWA will lead a Department-wide effort to
identify highly effective safety technologies to save
lives and reduce injuries and work cooperatively to
facilitate their development ($6 million).
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= Regulatory initiatives in FY 2001 will address
improved seat standards, improved head restraint
standards, fuel system integrity, occupant ejection
prevention through improved door locks, and
improved roof crush resistance.

= DOT will implement a Human-Centered Systems
Research Program to develop technology, methods
and systems to mitigate human error and improve
operator performance of commercial and non-
commercia vehicles, equipment and systems. For
FY 2001, this program will focus on research to: (1)
detect operator fatigue and enhance alertness, and
(2) upgrade operator knowledge, skills and attitudes
($3.0M). Thisinitiative will contribute to achieving
all of the Department’ s safety performance goals.

Other Federal Programs with Common Outcomes:
All Federal agencies are involved in the President’s
initiative to increase seat belt usage. NHTSA and HHS
work together on several public health issues such as
drinking and driving, child safety, and emergency
medical services. DOT and the National Transportation
Safety Board (NTSB) each strive to understand the
causes of transportation incidents and try to reduce the
number of fatalities and injured persons.
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ALCOHOL-RELATED HIGHWAY FATALITIES: About 3in every 10 Americans will bein an

alcohol-related crash at some time in their lives. Alcohol-related fatalities account for almost 40% of al highway
fatalities. While down from 25,000 in 1982, 15,794 people died in acohol-related motor vehicle crashes in 1999.
Alcohal is the single biggest cause of fatal crashes. The Department and its partners have a goa of reducing alcohol-

related fatalities to no more than 11,000 by 2005.

Performance Goals & Result

Performance Measure:  Percentage of highway
fatalities that are alcohol-related.

Goals: 1999 2000 2001
36% 35% 34%
Actual: 38% *

* 1999 Preliminary Estimate

External Factors: The magnitude of the drinking-and-
driving problem is demonstrated by 27.4% of college
students reporting that they drink and drive. There is
also growing evidence that the use of drugs (a corollary
prablem) by young people is rising. Travel, population,
and employment changes have a large influence on
traffic fatalities generally and on alcohol-related traffic
fatalitiesin particular. If these factors increase rapidly in
states, statistical models show that influencing the
alcohol-related fatality rate is more difficult.

1999 Results: Based on preliminary data, it appears that
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the 1999 goal to reduce the percentage of highway
fatalities that are alcohol-related to 36% was not met. In
1999, 15,794 people died in acohol-related crashes (38
percent of the total fatalities for the year), a 30 percent
reduction from the 23,626 acohol-related fatalities in
1988 (50 percent of the fatalities). Alcohol consumption
among 16 to 20 year olds has increased every year since
1993. However, the percentage of acohol involvement
among drivers in this age group killed in crashes
declined slightly in 1999 asiit did throughout the 1990s.

In 1999, DOT worked with other federal agencies, states,
and other organizations to reach this goal. TEA-21
created a new grant program (Section 163) focused on
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reducing the incidence of alcohol-impaired drivers by
authorizing $500 million over 6 years for incentive
grants to states that enact and enforce laws that make it
illegal to operate a motor vehicle with a blood alcohol
concentration (BAC) of 0.08 percent or greater.

TEA-21 aso authorized $219.5 million over 6 years to
continue the Section 410 alcohol-impaired driving
countermeasures incentive grant program. To qualify for
this grant, states must either demonstrate that they have
in place certain laws or programs, such as administrative
license revocation laws and graduated licensing
programs, or meet certain performance criteria based on
their alcohol-related fatality rates. States use Section 410
grant funds to implement and enforce alcohol-impaired
driving countermeasures.

NHTSA published evaluations, distributed them to
states, localities, and partners, and encouraged them to
adopt similar programs where appropriate.

Selected Evaluations completed in 1999:

Evaluation of a Day Reporting Center for Repeat DWI
Offenders

This project examined the effectiveness of a Day
Reporting Center in Maricopa County, Arizona in
reducing the DWI recidivism rate of repeat DWI
offenders. Although the DRC program was no more
effective in reducing recidivism than was a comparison
standard probation program, it was more cost-effective
and hel ped reduce pressure on the county jail system.

The Relationship of Alcohol Safety Laws to Drinking
Driversin Fatal Crashes

This study analyzed the relationships between the
passage of alcohol safety laws and the proportion of
drinking drivers in fatal crashes. The study compared
three major acohol safety laws (administrative license
revocation laws, .10 BAC per se, and .08 BAC per se) in
terms of the proportion of drinking drivers in fatal
crashes. The results indicate each of the three laws had a
significant relationship to the downward trend in alcohol-
related fatal crashes in the United States over that period.
The report points out that this long-term trend is not the
product of a single law, but the result of the growing
impact of several laws over time plus the effect of other
factors (e.g., sobriety checkpoints, media attention).
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FY 2000 Performance Plan Evaluation: Although the
1999 goa was not met, we expect to achieve the goal set
in the FY 2000 performance plan. NHTSA plans to
implement the following strategies to reach the 2000
goa: (1) conduct a new national public information and
education campaign, “You Drink and Drive. You Lose,”
(2) conduct two high visbility enforcement
mobilizations, and (3) focus on five states with high
alcohol-related fatality rates (Georgia, Louisiana,
Pennsylvania, Tennessee, and Texas) that have agreed to
increased enforcement efforts combined with the “You
Drink and Drive. You Lose.” Campaign.

Strategies and Initiatives to Achieve 2001 Goal: DOT
will develop and implement countermeasures designed to
reach high-risk drinking drivers and focused on youth
and young adults. DOT will work with state and local
partners to test new programs to stop repeat offenders
and convey the “don’'t drink and drive” message to the
highest risk populations.

= In 2001, NHTSA’s impaired driving
countermeasures operations and research programs
($12.2 million) will focus on reducing acohol and
drug use associated with driving. Programs include
ongoing effortsin:

- publicinformation and education activities to
develop and test new materials and methods for
communicating with the public;

- outreach to public and private organizations,
employers, legal professionals, and youth
groups to establish cooperative programs that
use their influence to reduce drinking and
driving; and

- increasing enforcement of impaired driving
laws and swift and sure penaltiesin the states.

= The programswill continue to focus on drinking and
driving by high-risk groups, including 21 to 34 year
olds, repeat offenders with high BAC, and youthful
drivers. Theinitiative will develop new strategies
and interventions to reach these groups.

= TEA-21 provides three new and one revised grant
programs focusing on reducing the incidence of
alcohol-impaired driving. In FY 2001 $90 millionis
available to States that enact and enforce .08 BAC
laws, an additional $36 million is available to
combat alcohol-impaired driving. States also may
benefit from countermeasures to support open
container laws and repeat offender laws.

Other Federal Programs with Common Outcomes:
NHTSA works with Department of Health and Human
Services (HHS), the Office of National Drug Control
Policy, and the Justice Department to curb the use of
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alcohol and illegal drugs by minors and reduce the
incidence of drinking and driving crashes. NTSB
investigates significant crashes and helps provide
information on causes and potential solutions.
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SEAT BELT USE: oOver 30 percent of Americans don't use a seat belt when driving or riding in motor
vehicles. Seat belts save an estimated 9,500 lives each year. If seat belt use nationwide were to increase to 90 percent,
approximately 5,500 deaths and 132,600 injuries could be avoided, and $8.8 hillion saved annually.

Performance Goals & Result

Performance Measure: Percentage of front occupants
using seat belts.

Goals: 1999 2000 2001
80% 85% 86%
Actual: 67%*

* 1999 Preliminary estimates

External Factors: As vehicle travel increases, so does
the exposure of people to motor vehicle crashes.
Beginning in 1991 and increasingly every year
thereafter, DOT and its partners succeeded in convincing
the majority of the population to buckle up. However,
the behavior of the remaining part-time seat belt users
and non-users will be more difficult to change.
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percent, below the 1999 goal. Based on preliminary
estimates, seat belt use declined dightly between 1998
and 1999. However, this decline is not statistically
significant and may be attributable to a change in the
methodology for collecting data or norma sample
variations, rather than areal declinein seat belt usage.

The 1998 data is from a NHTSA-conducted probability-
based sample of national use rates, the National
Occupant Protection Use Survey (NOPUS). In 1999, the
agency conducted a smaller scale version of NOPUS due
to cost considerations. Because of technical differences
between these survey instruments and normal sampling
variations, the 67 percent use rate is not statisticaly
different from the belt use rate of 70 percent.
Historically, NHTSA calculated a weighted national rate
using the most recent belt use surveys in each state,
adjusted by the state's proportion of the U.S. population.
Preliminary 1999 state survey data shows a rate of 70
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percent. However, it is clear that belt use did not
increase from 1998 to 1999.

By the end of 1999, 16 states plus Puerto Rico,
Washington, D.C., American Samoa, Guam, Marianas,
and the Virgin Idlands had enacted primary belt laws.
An additional 33 states have secondary belt laws.

In 1999, NHTSA published a final rule establishing a
new standard requiring manufacturers to provide motor
vehicles with child restraint anchorage systems that are
standardized and independent of vehicle seat belts. The
agency also urged automakers to develop side airbag test
procedures, using both child and adult dummies in a
wide variety of positions, to avoid risking serious injury
during airbag deployment.

Selected Evaluations completed in 1999:

National Child Safety Seat Distribution Program
Evaluation

This study examined how $8 million worth of child
safety seats, provided by Genera Motors, were
distributed to families who could not otherwise obtain a
child safety seat for their children. Medical facilities and
community health centers were the most likely
distribution programs that had prior experience and
trained staff to assure that the seats were properly
installed in recipients’ vehicles.

Occupant _Protection Special Traffic Enforcement
Program Evaluation

This study examined 20 states that received grants to
conduct special traffic enforcement programs to increase
seat belt usage in their states. Over one-quarter of a
million seat belt citations and close to one million other
citations were issued. Over 300,000 public information
and education items were aired, printed, or distributed to
educate the public about the importance of buckling up
and that their local police would give them a citation if
they were not. Belt use increased an average of 5.6
percentage points in secondary law enforcement states
compared to 16.8 percentage points for primary law
enforcement states.

FY 2000 Performance Plan Evaluation: NHTSA
remains committed to the national seat belt use goals of
85 percent by 2000 and 90 percent by 2005. However,
since the 1999 goal was missed by a significant amount,
meeting these goals will require rethinking our strategy.
NHTSA plans to implement a two-pronged approach to
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reach the 2000 goal: (1) expand the scope of the Buckle
Up America (BUA) Campaign in al 50 States; and (2)
focus on several specific opportunities for increasing belt
use, eg., States likely to pass primary enforcement of
seat belt use laws. The success of these initiatives will
be evaluated in September to determine if further
adjustments need to be made in FY 2001.

Strategies and Initiatives to Achieve 2001 Goal:
Achieving the Department’s seat belt goal of 86 percent
front occupant usage will require focused attention on
those groups who are the most likely not to use seat belts
or to use them only occasionaly, eg., African
Americans, Hispanics (particularly youths in both
groups), and people with low incomes. In 2001, NHTSA
will work with states and communities to target
information and education campaigns to these groups
and to make the benefits of primary seat belt laws clear.

* The Occupant Protection program ($11.4 million),
will focus on expanding public information,
education, and outreach targeted to African
Americans, Hispanics, and low income popul ations.

» An additiona $18.7 million in funding has been
included in the NHTSA 2001 budget to expand the
use of partnerships, promotions, and educational
materials for diverse audiences and youth. Grants
will be used for high visibility enforcement activity
and for promoting seat belt use by nationa
organizations with diverse memberships and
national organizations that work specifically with
teenage youth including the National Organization
of Black Law Enforcement Executives, the National
Black Caucus of State Legidators, the National
Latino Children's Institute, and ASPIRA, an
Hispanic organization that focuses on youth.

= Several regulatory initiatives will be pursued to
reduce the number of infants and children killed in
traffic-related crashes.

=  NHTSA will conduct semiannua “National America
Buckles Up Children” mobilizations; implement the
recommendations from the Blue Ribbon Panel 1 —
Protecting Our Older Child Passengers; expand the
automobile/child safety seat compatibility database
for consumers; expand the child passenger safety
program to include teens and young adults; and
implement a full education and awareness program
to educate the public on the new Lower Anchors and
Tethersfor Children (LATCH).

Other Federal Programs with Common Outcomes:
The President established government-wide initiatives to
increase seat belt use among Federa employees and
users of Federal facilities. These initiatives also focus on
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assuring that children and infants are buckled up in child
safety seats in the back seat for every trip to reduce child
fatalities and injuries. NHTSA works with the
Department of Health and Human Services through the
Healthy People 2000/2010 initiatives to promote seat belt
and child safety seat use.



LARGE TRUCK-RELATED FATALITIES AND INJURIES: In 1999, 5203 Americans

died and 127,000 were injured in traffic crashes involving large trucks. Large trucks are over-represented in fatal
crashes. Of all people killed in motor vehicle incidents, 13 percent died in crashes involving a large truck. Yet trucks
represent only 3 percent of registered vehicles and about 7 percent of the vehicle miles of travel. While these numbers
are unacceptably high, the fatal crash rate is the lowest it has been in decades. Fatality rates for large truck crashes
dropped 33 percent and injury rates decreased 30 percent from 1988 to 1998. These rates declined even as the
population of motor carriers doubled over the last decade. To focus attention on commercial vehicle safety, Secretary
Slater set Departmenta goals in 1999 to reduce large truck-related fatalities 50 percent by the end of 2009 and injured

persons 20 percent by the end of 2008.

Performance Goals and Results 127,000. Fataities have decreased 3 percent from the

o 1998 total of 5,374. Injuries have remained constant

Perionmance Meesure: Number of - fatalities from the 1998 total of 127,000. In addition to the

involving large trucks promising decline in fatalities, large truck-related

Goals: 1999 2000 2001 2009 fatalities and injuries per million truck miles traveled
N/A 4,934 4,830 2,687 continued to decline.

Actual: 5203 The FMCSA s targeting high-risk motor carriers for

Performance Measure: Number of injured persons safety improvement. In 1999, the agency increased the
involving large trucks number of compliance reviews for this target group.

Overdl, the number of Federal compliance reviews
cls e —- 2001 2008 conducted doubled between the first and fourth

N/A 125,000 122,000 102,000

quarters and the total for the year increased 28% over
Actual:  127,000*

1998. Also, the number of enforcement cases processed

* 1999 preliminary estimates each quarter increased. The average claim amount per
) ] ] case increased and the backlog of enforcement cases

Exter_nal Factors: I_Drlver error dye to inattention and were nearly eliminated.

drowsiness are major contributing factors to large
truck-related traffic crashes. Deficiencies in the The agency’s ability to identify high-risk carriers is
available crash data and knowledge about the causes of based on complete, accurate and timely information.
a crash limit the design and implementation of FMCSA is working with the states to improve the
effective strategies. Federal and state agencies are able timeliness of reporting the results of roadside
to monitor compliance and enforce federal safety inspections, compliance reviews, and crashes. The total
regulations in only a small portion of the motor carrier number of states participating in the Performance
industry. Registration and Information Systems Management
(PRISM) program increased by five during 1999.
OOk Re\ed DS & \WK\eS PRISM links State vehicle registration with the motor
G~ 000N carrier’s sefety fitness information.

> A, \v& FY 2000 Performance Plan Evaluation: We expect
“ \_/ "A—A..‘.k"”i A A 1 )ago to achieve the goals set in the FY 2000 performance
3@ £ plan. In FY 2000, there is a continued emphasis on
!%E ? 0 g increased inspections and compliance reviews, stronger
*gg = ., . omogom® B g | E enforcement measures, expedited rulemaking actions,
W B - LY enhanced research, and improvements to the
o N commercia driver's license program. The agency is
AORD A00% 4903 4095 A9 4999 00N expanding its research programs, and increasing its
e raed o o Gon effort tq test . and deplpy technologies in the
LA PN Tend o \ape Goa commercial vehicle operationd/ITS platform and the
- intelligent vehicle initiative, in order to improve driver
1999 Results. There were no goals for large trucks in and vehicle performance in future years. A moderate
the DOT FY 1999 Performance Plan. However, the decline in fatalities and injuries is expected in the next
Federa Motor Carrier Safety Administration 1999 three years, followed by a more progressive reduction

goals of reducing fatalities to 4,988 and injuries to
126,000 were not achieved. The preliminary 1999
estimates indicate fatalities were 5,203 and injuries

in subsequent years.
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Strategies and I nitiatives to Achieve 2001 Goal: The
FMCSA will further enhance program effectiveness
by: (1) improving enforcement and using better
targeting of high-risk carriers and commercial motor
vehicle drivers; (2) improving the timeliness of the
issuance of vehicle equipment and operating standards;
(3) improving safety information and commercial
motor vehicle technologies; and (4) increasing the
safety awareness of the driving public and the motor
carrier industry.

= In 2001, the Nationa Motor Carrier Safety
Program ($177M, 69 percent above 2000) will
support a broad range of comprehensive
commercia vehicle safety programs in each State
($155M, 48 percent above 2000) and provide for
improved information systems and anaysis
($22M, more than double the 2000 level).
Programs integrate federa and state activities
through a performance-based approach to
commercial vehicle safety nationwide, improve
driver and vehicle inspections, traffic enforcement,
safety performance data collection, anaysis and
reporting.

= Additiona funds for general operating expenses
($92.2M) will be used to hire enforcement staff to
support safety programs and establish the new
administration. In addition, the FMCSA will
continue to expand its research and technology
program ($9.5M). Key research and technology
projects that will begin or continue are: crash risk
analysis; a study of the relationship between driver
methods of pay and safety; the development of a
SAFESTAT algorithm for motor coaches; and
technology development and testing for driver
alertness monitoring.

» Under the Commercia Driver's License Pilot
Program, an additional $10M in dedicated funding
will be available to states to enhance driver record
information systems. These systems speed entry of
convictions onto driving records, improve
information exchange between states, and ensure
that driver records are complete and contain all
driving convictions. The result of these
improvements will allow judges and licensing
agencies to better identify potential problem
drivers.

= FMCSA will aso support the deployment of
Commercial Vehicle Information Systems and
Networks (CVISN) through the use of open
standards and communications infrastructure.
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= NHTSA will evaluate electronic braking
systems to enhance braking capabilities of large
trucks and the benefits of adding traction control to
ABS systems.

Management Challenge — Large Truck Safety
The number of large truck-related crashes and
fatalities have remained steady or climbed slightly
in recent years. This stubborn and tragic trend has
made large truck safety a top priority of the
Secretary and the FMCSA. With truck
transportation the backbone of our economy, the
management challenge facing DOT is to implement
a risk based, systems approach that gets unsafe
trucks and operators off our highways while not
unduly burdening safe and conscientious operators.

To judge their progress in meeting this management
challenge, FMCSA has set specific near term goals.
Several key objectives are:

= Deploy Commerciad Vehicle Information
Systems and Networks (CVISN) technology in
26 states by September 2003.

= Limit negotiated settlement costs to
extraordinary situations only, so that violators
of safety regulations will not view penalties as
acost of doing business.

= Improve the efficiency of roadside inspections
through technology. Specifically, a brake
testing device will be pilot tested by January
2001.

Other  Federal Programs with  Common
Outcomes. FMCSA is funding work with NHTSA
and states to develop a database of truck and bus crash
data, and is collaborating with the TRB and the
NHTSA to study large truck crash causation. FMCSA
is aso funding and managing a research program to
examine the use of technological aids for driver fatigue
management, which involves the Department of
Defense and the commercial motor carrier  industry.
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AIR CARRIER FATAL ACCIDENT RATE: commercia aviation is one of the safest forms of

transportation. But when passengers board an airplane, they give up personal control and face an unfamil- iar risk.
While fairly rare, aviation accidents can have catastrophic consequences, with large loss of life. The public demands a
high standard of safety, and expects continued improvement. In 1997, the White House Commission on Aviation Safety
and Security established agoa of reducing the fatal accident rate for U.S. commercial air carriers by 80 percent by

2007.

Performance Goal & Result

Performance Measure: Fatal aviation accidents (U.S.
commercial air carriers) per 100,000 flight hours.

Goals: 1999 2000 2001
.034 .033 .031
Actual: .040*

* 1999 preliminary data
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External Factors: In absolute terms, the fatal accident
rate in commercia aviation is very low. One of the
primary reasons for this is the use of jet aircraft. Since
the introduction of jet transports into commercial
aviation in the late 1950's, they have proven to be safer
and more reliable than propeller driven aircraft. The
expanded use of small jet aircraft in the scheduled
regional segment of the industry appears to be
contributing to the marked safety improvements in that
segment, as well. Technologica and procedural
improvements have also contributed to a lower accident
rate.
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1999 Results: Based on preliminary data, the air carrier
fatal accident rate for Calendar Year 1999 was .040 per
100,000 flight hours, missing the goa of .034 by .006.
There were two major-carrier fatal accidents, one of
which involved passengers. Of the five commuter fatal
accidents, two involved passengers. Four of them
occurred in Alaska, one of which involved passengers
on-board. The seven air carrier fatal accidents resulted
in 24 fatalities.

To achieve the long-range goal set by the White House
Commission, the FAA and its partners need to focus
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their efforts on those causal factors that contribute to the
majority of fatal accidents. FAA's “Safer Skies’ effort
in the commercial aviation area includes the following
six accident categories: controlled flight into terrain, loss
of control, uncontained engine failure, runway incursion,
approaches and landings, and weather. While having
little immediate impact on fatal accident rates year-to-
year, identifying and implementing corrective actions in
these areas will positively impact the fatal accident rate
in the future. In 1999, under the Safer Skies Agenda,
FAA and its partners completed selection and
prioritization, and began implementation of high pay-off
interventions for the areas of uncontained engine failure
and controlled flight into terrain. Causal analysis for
approach and landing were completed and recommended
strategies for interventions submitted for review by the
joint government-private sector team. All initiatives
relating to cabin safety were completed as planned.

FAA has also completed work on revising guidance
(including rules and advisory circulars) in such aress as
fuel tank safety, aging aircraft non-structural systems,
aircraft performance and handling in icing conditions,
terrain  awareness and warning system, aircraft
powerplant, crashworthiness, and structures.

In the area of industry oversight, continued refinements
have been made in both inspection resources targeting
and automated systems designed to support aviation
safety oversight of operators.

FY 2000 Performance Plan Evaluation: The trend in
commercia aviation safety remains on target for the FY
2000 goal, however variance in year-to-year results
should be expected because the occurrence of fatal air
carrier accidentsis so rare.

Strategies and Initiatives to Achieve 2001 Goal: FAA
will work with the aviation community and other
governmental agencies to identify causal factors of
accidents, and intervene accordingly to prevent potential
causes of future accidents.

FAA's “Safer Skies’ effort with the aviation
industry in FY 2001 will feature implementation and
further identification of selected interventions in
controlled flight into terrain and uncontained engine
failure. Causal analysis will begin for weather
related accidents, recommended interventions will
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be identified for loss of control accidents; and
detailed implementation plans will be completed for
approach and landing accidents and runway
incursions. For 2001, FAA targets a 20 percent
reduction in fatal accidents in the 6 areas of the
“Safer Skies’ initiative, which will be the key factor
in reducing overall fatal accident rate.

FAA's regulation and certification program
establishes aviation saf ety standards, monitors saf ety
performance, conducts aviation safety education and
research, issues and maintains aviation certificates
and licenses, and manages rulemaking. ($692
million)

FAA's aviation medicine research program works to
enhance cabin safety factors and is developing
guidelines based on accident research, toxicological
findings, and analyses of information from the
aeromedical consolidated database to help prevent
aircraft accidents, injuries, and death. ($5 million)

FAA’'s research in safety technology supports the
regulatory program, which sets safety standards for
aircraft design and maintenance. Areas studied
include fire-resistant materials for cabin interiors,
fire detection equipment, inspection and
maintenance of aging aircraft, and prevention of
engine failures. ($49 million)

Management Challenge — Aviation Safety

FAA faces many challenges in promoting aviation
safety in adynamic industry. To judgeits progressin
promoting aviation safety in this dynamic
environment, DOT has set these goals:

Initiate DOT/FAA oversight of U.S. carriers
safety audits of their foreign code-share partners
in FY 2000. In each calendar quarter beginning
60 days after announcement of DOT’'s
guidelines, 25% of existing code-share partners
will be audited by the U.S. carriers.

In FY 2000, implement legislation stiffening
penalties for trafficking in suspected unapproved
parts.

In FY 2000, finalize the Flight Operational
Quality Assurance (FOQA) rule.

In FY 2000, findize the rule on air tour
operators.

To help improve runway safety, in FY 2001 the
first Airport Movement Area Safety System
(AMASS) will be operational (34 airports will
have operational AMASS systems by CY 2002).

In FY 2001, develop an enhanced Air

Transportation Oversight System (ATOS)
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reporting module and provide Internet and
Intranet access to each ATOS inspector to
facilitate remote input of inspections data.

= |In FY 2001, provide in-depth ATOS training to
the entire saf ety inspector work force.

Other Federal Programs with Common Outcomes:
Building upon the July 1999 Memorandum of
Understanding between the FAA and NASA, both
agencies are in the process of finalizing the FAA/NASA
Integrated Research Plan. The purpose of this plan is to
effectively leverage FAA and NASA safety research and
development resources to achieve their common goal of
a five-fold fatal aviation accident reduction. The plan
specifies how the two agencies will:

Articulate common goals tying research programs to
"real world" outcomes in focus areas, e.g., accident
prevention, precursor identification, mitigation and
safety risk analysis.

Consolidate all aviation safety research through
analysis of: investment contributions to each focus
area by FAA and NASA individually and jointly;
investment allocations for commercial and general
aviation applications; level of coordination based on
shared investment with a view toward combined
investment over time; and periodic program review.

Improve coordination and communication between
the agencies outlining the information needs of each
agency and specifying organizational points of
contact.

Establish an investment strategy, which coordinates
assessments  of goal accomplishments and
investment plans, synchronizes communication
based on budget cycles; and integrates planning and
implementation actions.
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GENERAL AVIATION FATAL ACCIDENTS: Aviation accidents overall have caused about

1,000 deaths ayear in recent years, with the majority of these in General Aviation (GA), which for the purpose of this
performance goal includes On-Demand Air Taxi. These public, private and corporate aircraft provide a wide range of
services — like crop dusting, fire fighting, law enforcement, news coverage, sightseeing, industrial work, and corporate
transportation — in addition to personal and recreational flying. GA is an important element of the U.S. transportation

system and the U.S. economy.

Performance Goal & Result

Performance Measure: Number of fatal genera
aviation accidents.
Goals: 1999 2000 2001
N/A 379 379
Actual: 354

External Factors. Genera aviation comprises a diverse
set of aviation activities and includes all segments of the
aviation industry except commercial air carriers and the
military. The activities conducted are extensive and
varied, including student training, business and corporate
travel, air shows, aircraft and component manufacturing
and maintenance, persona and recreationa flying, and
the host of businesses, technologies, research, airports
and services that support flight operation. Aircraft range
from single-seat homebuilt aircraft, rotorcraft, and
balloons to highly sophisticated extended-range
turbojets. Some elements of general aviation operate in
hazardous environments, such as agricultural application,
external-load operations, fire fighting and power line
patrol. The level of risk is inherently higher for these
elements.
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in 1998. Since 1988, there has been a gradua trend
downward in the number of general aviation accidents
athough on a year-to-year basis, progress has not been
smooth.
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Major recent interventions, which we believe are having
a positive effect on the current fatal accident decline in
general aviation, include:

= Development of a number of products in the FAA's
Aviation Safety Program, eg., decision-making
training aids, persona minimums checklist video
and CD-ROM, water survival video, and a GA pilot
education program with the Aircraft Owners and
Pilots Association (AOPA) Air Safety Foundation
and General Aviation Manufactures Association
(GAMA) on runway incursion.

= FAA’s Aviation Safety Program has also launched
an educational campaign to increase the use and
installation of seat belts/shoulder harnesses in GA
aircraft.

=  Ove the past five years, the AOPA Air Safety
Foundation has conducted over 1,200 safety
seminars, disseminating critical safety information
through these seminars and on its web site. It has
distributed hundreds of thousands of safety
advisories on the topics of weather and decision
making.

= FAA published Advisory Circular, 23.1309-C,
Equipment, Systems, and Installations in Part 23
Airplanes, and 23.1311-1A, Installation of
Electronic Display in Part 23 Airplanes. These
advisory circulars will alow for more redlistic
reliability standards for general aviation airplanes
and will also allow for new, less expensive avionics
to beinstaled in the general aviation fleet. Thiswill
help to reduce the “loss of situational awareness’
and weather accidents.

= The FAA signed agreements with contractors for
Flight Information Services Data Link systems.
These systems will enable pilots to receive text,
graphical weather, and other national airspace
information directly into the cockpit display. This
unique government and industry partnership will
greatly improve information availability for pilots,
thereby enhancing flight safety.

FY 2000 Performance Plan Evaluation: Based on 1999
performance and the continuation of ongoing efforts to
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reduce general aviation fatalities, we expect to meet the
FY 2000 performance goal .

The annual performance goal is developed by the GA
community and the FAA; it is not only an FAA goal.
The goal takes into consideration a projected 1.6% per
year increase in activity in this sector. With this increase
in activity, the number of GA accidents is also projected
to increase if there are no further interventions. The
targets set for 2000 and 2001, while higher than the 1999
actual, are based on a 3 and a 4 percent reduction from
the forecast number of accidents for these fiscal years,
i.e., those accidents that would occur if nothing further
was done to prevent them.

We are now beginning to realize the benefits of past
efforts undertaken by the General Aviation community
and the FAA. If those benefits are sustained, they may
help the General Aviation community reduce the
projected increase in fatal accidents. It istoo soon to be
certain that these short-term benefits will be sustained in
the future or what the full impact of those benefits will
be. The General Aviation Joint Steering Committee,
with FAA and GA community membership, is analyzing
the results of past efforts to identify those that were most
effective and to develop a plan for future action.

Strategies and Initiatives to Achieve 2001 Goal:
General aviation is one of the three primary focus areas
of the Safer Skies Initiative, announced by the
Administrator in 1998. (It should be noted that the Safer
Skies General Aviation segment started later than the
Commercial segment.) FAA’s primary strategy for
improving GA safety is working with the General
Aviation community to identify problems and implement
solutions. The FAA is currently working with the GA
Joint Steering Committee to develop a plan for further
reducing fatal genera aviation accidents. Analysis of
accident and incident data for loss of control,
survivability, and/or aeronautical decision making,
completed in FY 2000, will be used to develop
recommended interventions beginning in 2001 for
implementation in 2002.

Other Federal Programs with Common Outcomes:
NASA, in partnership with DOT, is conducting research
on general aviation safety programs. See page 20 for a
more detailed discussion of FAA coordination with
NASA on safety research and development.
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RUNWAY INCURSIONS: Runway incursions create dangerous situations that can lead to serious accidents.
A runway incursion occurs when an aircraft, ground vehicle or person occupies or crosses a runway that isin active use
for takeoffs or landings. The largest aviation disaster in history (at Tenerife) resulted from a runway incursion.
Reducing the number of runway incursions will lessen the probability of accidents that potentialy involve fatalities,

injuries and significant property damage.

Performance Result & Goal

Performance Measure: Number of runway incursions.

Goals: 1999 2000 2001
270 248 241
Actual: 322

External Factors. Growth in airport operations has
increased an average of 3.5% per year from 1996
through 1998 and the same rate of increase continued in
1999. With increased operations, the risk of incursions
increases. Runway incursions are most likely to occur at
complex, high volume airports. These airports typically
have multiple paralel or intersecting runways; multiple
taxiway and runway intersections, complex traffic
patterns; and the need for vehicular and aircraft traffic to
Cross active runways.
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met. However, it is worth noting that while operations
increased, runway incursions did not. In fact, the
number of runway incursions actually declined dightly
from 325 for 1998 to 322 in 1999 - an overall decrease of
.9%. This was the first year runway incursions have not
increased since 1993.

The issue of runway incursions is complex and involves
performance and human factors issues associated with
pilots, controllers, and vehicle operators. While a number
of new initiatives were implemented in 1999, most will
take several years to show measurable results. As
initiatives mature, we expect to see the number of
runway incursions decreasing at a faster pace. ( Runway
incursions have decreased six of the last seven months
compared to the previous year.)
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The three leading causal factors for runway incursions
continue to be pilot/controller communications, lack of
familiarity with an airport, and lack of situational
awareness.

Pilot/controller communication problems generally result
from misunderstood control instructions. In numerous
incidents, pilots proceeded onto or crossed an active
runway even after acknowledging controller-issued hold
short instructions. Pilots are encouraged through mass
mailings, aviation articles, and seminars on tower
operations, to read back runway hold short instructions
verbatim.

Additionally, controllers’ ability to hear and confirm
proper read-back of hold short instructions is being
improved through the use of mandatory computer based
instruction courses. Controllers are also mandated to
perform monthly refresher training on surface safety
related topics

Pilot lack of familiarity with an airport including airport
signage, markings, and lighting; runway exiting
procedures; and taxi procedures is another significant
factor in runway incursions. In 1999, the Runway Safety
Program, in conjunction with the Aircraft Owners and
Pilots Association (AOPA), posted digitized airport
diagrams on the Internet. Pilots are encouraged to
download and review airport/taxi diagrams prior to
departing. In addition, standardized Taxi Routes are
being implemented at select airports.

A large percentage of runway incursions are aso
attributed to a lack of situationa awareness by
controllers, pilots, vehicle operators, and pedestrians.
FAA implemented education and training initiatives
designed specifically to increase the level of situational
awareness of al individuals associated with airport
operations. Additionally, the FAA has drafted an
Advisory Circular (AC) on standardized cockpit
procedures for airport surface operations.

Technological initiatives to improve airport ground
operations, such as Airport Movement Area Safety
System (AMASS), Globa Positioning System (GPS),
and Automated Dependent Surveillance Broadcast
(ADSB), are in various stages of development and
testing for potential acquisition and implementation.
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Implementation of “Now Strategies’ (near-term runway
incursion reduction initiatives) is on-course with 16 of 18
established initiatives completed. Examples of “Now
Strategies’ include mandatory monthly air traffic
management-airport operator meetings at the top 20
airports and runway incursion prevention training for
controllers.

National Runway Incursion Action Team (RIAT) visits
were conducted at 20 airports. Regional RIAT’s were
conducted at seven additional locations.

FY 2000 Performance Plan Evaluation: It is unlikely
that the runway incursion goal for FY 2000 will be met
despite the fact that reduction of runway incursions
represents one of the FAA Administrator's top five
initiatives. Actions are being taken to address thisissue.

The FAA Administrator has established a higher level of
FAA executive oversight and has appointed a Director of
Runway Safety. The Director serves as a single foca
point for the coordination and integration of the many
initiatives to reduce runway incursions within FAA and
in partnership with the industry. In addition, the Director
ensures timely implementation and execution of runway
safety initiatives.

Beginning in March, a series of nationwide initiatives
will  be implemented. These initiatives include
workshops that will be conducted within al nine FAA
regions bringing together pilots, airport management, air
traffic control personnel, and other aviation interests to
develop local and regional initiatives and action plans.
These workshops will culminate in a national summit
that will be held in Washington, DC in June. The
objective of the national summit will be to provide
updates on regional initiatives and conduct a symposium
that focuses on the human factors elements associated
with runway incursions. Regional- and national-level
initiatives and plans for FY 2001 will be identified and
developed.

In conjunction with these events, we will reach out to the
entire pilot  community (general aviation and
commercial) to promote awareness while increasing
training and education initiatives. In addition, training
initiatives for air traffic controllers and vehicle operators
will be greatly expanded. These activities will be
accomplished in partnership with aviation community
organizations such as NASA, the Airline Owners and
Pilots Association (AOPA), the Airline PFilots
Association (ALPA), the National Business Aviation
Association (NBAA), the American Association of
Airport Executives (AAAE), the Airports Council
International (ACl), and others.

Strategies and Initiativesto Achieve 2001 Goal:
During FY 2001, the FAA will implement a number of
initiatives related to runway safety and runway incursion
issues. Activitieswill be broadly spread over the
following aress:

- Communications

- Human factors and simulation

- National training, education, and awareness

- Datagathering, management, and analysis

The FAA will continue established activities related to
training, education, and awareness as well asinitiate new
activities that strengthen these areas. Training, education,
and awareness initiatives provide the best opportunity to
reduce the number of runway incursions and surface
incidents. This area remains our highest priority. The
FAA aso has an established communications and
awareness strategy, designed to disseminate information
concerning runway safety activities and data.

The FAA will be conducting studies and performing
analyses regarding human factors related to runway
safety operations and procedures. We will also perform
modeling and simulation activities to investigate and
validate potential operational and procedural changes.

FAA’s “Safer Skies” agenda includes a special focus on
reducing runway incursions. FAA is planning to
increase capital expenditures by 24% in 2001 to expand
the use of technology in preventing runway incursions.

= FAA plans to continue development of procedures,
training programs, and potential improvements to
airports to reduce runway incursions ($8.1 million
compared to $3.3 million in 2000).

= FAA will aso begin procurement of a prototype
low-cost surface detection system that could be used
to assist controllers in locating airport surface traffic
($8.4 million compared to $7.6 million in 2000).

= FAA will upgrade al 40 Airport Surface Detection
Systems and begin replacement of obsolete
components at those airports with surface detection
systems. ($1.5 million).

= FAA’s Runway Incursion Program Implementation
Plan provides for the continuation of training
enhancements and awareness of surface incident
problems. This plan includes increasing the number
of Runway Incursion Action Team visits, and
improvements in determining trends and providing
problem solution information to prevent incursions.
Aggressive campaigns will continue to promote pilot
and airport operator involvement in issues related to
surface incident awareness.
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= Installation of Airport Movement Area Safety
System (AMASS) systems on the 40 ASDE-3
systems will be completed in 2001. AMASS will
provide information on airport surface hazards and
aerts to controllers to help prevent surface
accidents.($20.7 million).

Other Federal Programs with Common Outcomes:
DOD has developed software, based on radar images, for
detection of aircraft and other vehicular movement to
reduce runway incursions at military airports.
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OPERATIONAL ERRORS (AIR TRAFFIC): One of the fundamental principles of aviation safety

is “separation” — the need to maintain a safe distance from other aircraft, terrain, obstructions, and certain airspace not
designated for routine air travel. Air traffic controllers employ separation rules and procedures that define separation
standards for many different environments where aircraft operate. Pilots flying under visual flight rules operate under a
“see and avoid” policy. Pilots using instrument procedures rely on air traffic controllers’ instructions to guide them.
When aircraft violate these separation standards, an operational error occurs.

Performance Goals & Results

Performance Measure: Operational errors per
100,000 activities.

Goals: 1999 2000 2001
496 486 5
Actual: 57

Performance Measure: Deviations per 100,000
activities.

Goals: 1999 2000 2001
.099 .097 #
Actual: .18

* Data reporting issues suggest that it is not realistic to
set a goal for operational errors at the level of detail
implied by the FY 1999 and FY 2000 goals. Therefore,
the FY 2001 goal has been set to only one decimal place.

# Discontinued measure in DOT plan after 2000. FAA
will continue to monitor deviations.

External Factors: The most significant external factor
influencing this measure is the increasing volume of air
traffic activity, which adds to traffic complexities.
From 1998 to 1999, air traffic volume rose by 4%.
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primary responsibility is the day-to-day safe operation
of the Air Traffic Management (ATM) system. Rules
and procedures are in place to assure separation.
Violations of these rules are reported and counted as
operationa errors and deviations.
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In 1999, operational errors totaled 937, or 0.57 per
100,000 facility activities, missing the goal of 816, or
0.496. Deviations were 0.18 per 100,000 facility
activities, missing the goal of 0.099.

The Office of Air Traffic Planning and Procedures is
using information on causal factors to develop and
improve procedures to help reduce the error rates. The
Office of Air Traffic Resource Management is also
using this information to address training issues. The
top three causal factors for  operationa
errors/deviations are:

1. Failureto project future status of displayed data,

2. Failure to maintain awareness of displayed data,
and

3. Failureto detect displayed data.

Special evaluations have been conducted on a case by
case basis at facilities with increasing numbers of
operational errors/deviations. Processes common to all
facilities were broken down into five areas and
observed: traffic management relationships, quality
assurance programs, training issues, management
involvement, and control room environment.
Additional emphasis has been placed on increased
involvement of facility managers including mandated
time-in-operational -quarters requirements.

FAA continues to conduct quarterly safety meetings
with all regional Quality Assurance Staff managers.
These meetings include presentations on operational
error/deviation causal factors; reviews of performance
trends attributable to errors/deviations; and
identification, review, and dissemination of successful
operational error/deviation reduction initiatives.

FAA developed a change to Order 7210.56A, Air
Traffic Quality Assurance, to require facility
management and regional air traffic division
involvement in controller re-certification following an
operational error/deviation (Effective May 1, 1999).

FAA also developed a Quality Assurance Review
(QAR) process to identify and correct controller
performance deficiencies prior to occurrence of an
operational error or deviation. QARs provide the
means to identify, investigate and resolve performance
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deficiencies through corrective training (Effective May
1, 1999).

FAA believes that some portion of the increase in
operational errors and deviations since 1997 are

attributable to improved data reporting. In August
1998, the FAA discovered and corrected a
misunderstanding of the procedures used in

interpreting separation reported by the National Track
Analysis Program (NTAP) and the data provided by
the Operation Error Detection Patch (OEDP). (See
Appendix 1 — Performance Measures (Detail) for
additional information on the data used to track
operational errors and deviations.) This correction
should result in an increase in the number of
operational errors reported. (An error occurs when
separation between aircraft is less then the separation
determined necessary for the specific phase of flight.
Standard separation is5 miles.)

FY 2000 Performance Plan Evaluation: The increase
in the number of errors and deviations resulting from
improved reporting make it unlikely that the FY 2000
goals for Operational Errors and Deviations will be
met. The FY 2000 goal was set based on the trend line
prior to the data reporting correction.

In FY 2000, the FAA will continue to aggressively
investigate every operationa error. A detailed report
on each operational error and deviation identifies
causal factors including equipment, procedural or
human performance issues. When an operational error
and deviation is identified, the controller(s) whose
performance is determined to have contributed to the
incident is removed from operational duties until an
incident  specific investigation is completed.
Comprehensive retraining and corrective actions are
identified for each operational error and deviation to
prevent arecurrence under similar circumstances.

Strategies and Initiatives to Achieve 2001 Goal: The
goal isto reduce the operational error rate to .5 in 2001
—to atotal of 859 errors. One of the major approaches
to reducing operational errors is to provide a common
understanding of procedures and policies among
controllers and users. Training for controllers and
pilotsis central to this and will continue to be the focus
of Air Traffic Service safety strategies. Technological
improvements such as deployment of modern displays,

new decision support tools, and improved
communication  systems  will  support  better
determination of aircraft location and reduce

communication errors between pilots and controllers.
In 2001, FAA will:
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= Address and reduce repeat incidents by individuals
through meaningful individual skill
enhancement/remedial training.

= Implement a requirement for facilities to provide
corrective action to significant problems identified
by facility evaluations within 5 days.

= Conduct special assessments of selected facilities
that have increases in the operational error rate.

= Continue annual controller skill checks to identify
deficiencies and areas where specia training is
needed.

Other Federal Programs with Common Outcomes:
None
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RECREATIONAL BOATING FATALITIES: Recreationa boating is a popular activity in America,

but one with special risks. There are about 78 million recreational boaters in the U.S. — and people operate them in an

often remote and unforgiving environment.
drowning.

Performance Goals & Results

Performance Measure: Number of recreational
boating fatalities.

Goals: 1999 2000 2001
Original: 720 720 --
Revised: 763 763 749
Actual:

Original: 729*

Revised: 773**

* January 1999 Preliminary Data

** Estimate based upon 1999 Preliminary Data

Note on Revised Data: Beginning this year, this
measure will be revised to account for underreporting of
recreational boating fatalities. (Further revisions in the
data may be made in the future when the Coast Guard
completes its review of the Boating Accident Report
Database (BARD).) The Coast Guard's preliminary
estimate is that 6% of all recreational boating fatalities
are not captured in its Boating Accident Report Database
(BARD), due to the failure of recreationa boat
owners/operators to report fatalities to the appropriate
state boating law administrator. The revised data and
revised goal include this 6% discrepancy. The original
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goal of 720 has been increased by 6% to 763. Based
upon the preliminary data of 729 fatalities reported, we
estimate that at least 773 fatalities occurred in 1999. See
Appendix | for more information. Further, reference draft
OI G report on Recreational Boating Safety.

External Factors. A growing US population and a
growing US economy leads to growth in the number of
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As a result, about 800 people lose their lives every year, usually by

recreational boats. Success of our efforts is, in part,
dependent on the effectiveness of many individual state-
run education and enforcement programs. Also, boater
behavior is often difficult to influence — for example,
boaters tend to decline to wear life jackets, ignoring the
risks associated with the nature of their boating activity.

1999 Results: Preliminary data indicates we missed our
revised goal of reducing fatalities to 763 or fewer; based
upon actual reporting of 729 fatalities, we estimate that
773 fataities occurred in 1999. Although the five-year
trend in fatalities is uncertain, the 25-year trend shows a
marked decrease in fatalities due to cooperative boating
safety education and enforcement efforts, safer boats and
equipment manufactured in accordance with Coast
Guard standards, and increased life jacket use.

The vast mgjority of boating fatalities were the result of
accidents involving operator controllable factors.
Obvioudly the best way to limit fatalities is to prevent
these accidents. However, even when these accidents
occurred, boaters had a vastly improved chance of
surviving if they wore a life jacket. More than half of al
fatalities were the result of capsizings or falls overboard
and 80 percent of those victims drowned. Overall, about
80 percent of all drowning victims were not wearing life
jackets.

Further evidence of life jacket effectiveness comes from
analysis of personal watercraft accidents. Although
personal watercraft are historically involved in as many
accidents as open motorboats, more than five times as
many fatalities occur in open motorboats. Accident data
suggests the greater usage of life jackets by personal
watercraft users results in the significantly lower number
of deaths.

FY 2000 Performance Plan Evaluation: The revised
FY 2000 target is 763 fatalities or less. Having missed
this target in FY 1999, but given the overal long-term
progress in reducing boating fatalities, the Coast Guard
feels this is an achievable goal. To reduce fatalities in
2000, we will continue to assist state boating safety
programs;, conduct safety education campaigns, and
encourage boater education programs that incorporate
new National Association of State Boating Law
Administrators Operator Proficiency Standards with the
primary focus on improving boater skills and behavior to
reduce accidents. We will continue a research effort to
improve lifgjacket comfort and wearability, thus
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promoting greater usage. The FY 2001 goal may be
revised in the Revised Final Plan to reflect actua
performance in 2000.

Strategies and Initiatives to Achieve 2001 Goal: DOT
aims to reduce boating fatalities by: developing and
enforcing compliance with safety standards for
recreational boats and equipment; promoting the wearing
of personal flotation devices (PFD); improving boater
behavior, skills, and knowledge, intensifying
enforcement of drunk boating statutes; and conducting
Coast Guard Auxiliary courtesy examinations and
boating education courses to promote safe operation and
use of safety equipment.

= The Coast Guard will continue aggressive programs
to prevent boating accidents and to rescue those in
imminent danger. The focus for FY 2001 will
continue to be on increasing PFD usage, and
enhancing response capabilities.

= The Boating Safety Grants program will provide
funds to states to support education, outreach, and
law enforcement. This program, reauthorized in
TEA-21, is funded at $64 million for FY 2001 (the
same asin FY 2000).

=  Search and rescue boat crews will be provided a
higher level of persona safety, especially for cold
weather operations, to improve their ability to
successfully rescue boaters in distress.

= The Coast Guard Auxiliary will expand its
capability to conduct courtesy examinations of
recreational boats, and to provide boats and aircraft
to assist with maritime search and rescue.

= The Coast Guard Recreationa Boating Safety
program will continue to develop safety regulations
in cooperation with manufacturers and standards
organizations, investigate consumer complaints of
non-compliance with standards, and monitor
manufacturers’ equipment recalls.

= The Coast Guard plans to address the issue of
unreported fatalities with the National Boating
Safety Advisory Council in April 2000.

= The national boating safety study being
commissioned by the Coast Guard will provide valid
and reliable information on boating practices, safety,
and exposure. This information will enable safety
officils to assess boating risk, implement
appropriate safety intervention strategies, and
measure the effectiveness of program activities in
reducing the risk and negative outcomes associated
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with the use of recreational boats. Data collection
will commence in the Fall of 2001.

= The response capability of the Coast Guard will be
enhanced in the future with the deployment of the
Global Maritime Distress and Safety System. This
technology will automate the Coast Guard's ability
to sort, evaluate, and identify distress aerts,
including automatic plotting on electronic chart
displays to help take the “search” out of search and
rescue. $3.1 million in funding has been included in
the 2001 budget to begin this project.

Other Federal Programs with Common Outcomes:
The U.S. Army Corps of Engineers and the National
Park Service manage many recreational lakes that are
used by boaters. The Coast Guard and Coast Guard
Auxiliary work with state and local governments and
safety organizations such as The Boat/U.S. Foundation
and the U.S. Power Squadrons to provide boating
education and training programs. We assist boaters in
finding the right class for their needs. We also partner
with the National Association of State Boating Law
Administrators, National Safe Boating Council, Safe
America Foundation, insurance industry, and boat
manufacturers to promote public service safety messages
and distribute information on boating equipment safety
recalls. The Coast Guard meets regularly with state
boating law administrators to share information and
refine strategies for reducing fatalities. Boating safety
legislation establishes the coordination of activity and
funding between the Coast Guard and state boating
programs.
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M ARINER RESCUE: Over 50,000 ships and boats are reported in distress or in urgent need of help every

year inthe U.S. Operating in aremote and often very harsh environment, many mariners lose their lives, many more
areinjured, and billions of dollars of property are at risk. Since the 1700’s, mariners have depended on the Coast Guard

to provide rescue services in time of need.

Performance Goals & Results

Performance Measure: Percent of mariners reported
in imminent danger who are rescued.

Goals: 1999 2000 2001
93% 93% N/A
Actual: 95%0t

Performance Measure: Percent of property reported
in imminent danger saved.

Goals: 1999 2000 2001
N/A 80%* N/A
Actual: 80%t

New Performance Measure: Percent of al marinersin
imminent danger who are rescued.

Goals: 1999 2000 2001
N/A N/A 859%0* *
Actual: 88%

# FY 2000 Goal only
** Revised/expanded performance measure for 2001

# Preliminary 1999 data

External Factors: Several factors compound the
difficulty of successful response: untimely notification to
the Coast Guard of distress, incorrect reporting of the
distress site location, severe weather conditions at the
distress site, and severe property damage.
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mariners reported in immi nenz danger was exceeded. The
actual percentage was 95%.

Our 2001 goa of saving 85 percent of all mariners in
distress was also achieved in 1999. The actual percentage
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was 88%. In analyzing the trend, the goal will remain 85
percent for 2001. Coast Guard responded to 39,834
distress calls and saved 3,744 lives.

Historically the magjority of search and rescue cases
involve recreational boats, commercial fishing vessels,
and “people only” (swimmer, diver, etc.) These cases
also make up the mgjority of liveslost.

Over the past severa years the number of search and
rescue cases has decreased because of better safety
awareness and the maturing of the commercia assistance
industry, which now handles many non-emergency
cases. Consequently, the resource hours needed for
search and rescue have dropped. However, the number of
severe cases where lives are most likely to be lost has
remained relatively constant.

While there will always be some number of lives the
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—our maritime
emergency radio network will be modernized (to be
completed in 2005) to eliminate the more than 65
existing communications gaps, and add direction finding
and immediate recorded voice playback capability.
NDRS s direction finding capability will reduce the
amount of time expended on hoaxes and false alarms —
25 percent of all SAR time.

FY 2000 Performance Plan Evaluation: Based on
program performance in FY 1999, we expect to achieve
the goal set in the FY 2000 performance plan.

Strategies and I nitiatives to Achieve 2001 Goal: Coast
Guard aims to save as many lives and as much property
as possible by operating fleets of cutters and aircraft,
and rescue stations; using search sensors and search
planning tools and tactics; and requiring (by regulation)
mariners to use survival gear, distress natification,
alerting, and locating equipment.

= The Coast Guard operates cutters, aircraft, and
rescue stations for immediate response to mariners
in distress ($383 million). In FY 2001, the Coast
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Guard will increase safety by providing additional
personnel for surf boat crews operating in high surf
conditions on the West Coast, and personnel
protective equipment to improve their ability to
rescue boaters in distress. ($1.3 million for crews,
$1.8 million for equipment)

In FY 2001, Coast Guard will undertake R&D to
improve search planning by updating the search-
planning model to incorporate data on the effect of
surface winds on search targets, and improving
search agorithms by employing sophisticated
probability mathematics, improved surface current
data, and sdf-locating datum marker buoys.
($457,000)

In FY 2001, Coast Guard will continue
modernization of the National Distress System to
improve the ability of mariners in distress to notify
the Coast Guard - a critical factor in saving more
lives. ($22 million)

Operating new 47-Foot Motor Life Boats and
replacing Coastal Patrol Boats will expand the Coast
Guard's capability to meet heavy weather SAR, and
continue effective SAR services in the coastal zone
where most recreational boats operate. ($2.5 million
47 MLB follow-on, $625,000 O&M for Coastal
Patrol Boats)

The International Maritime Information Safety
System (IMISS) will allow the maritime community
to proactively intervene into unsafe practices and
procedures before they materialize into an accident.
($398,000)

The Commercia Fishing Vessel Safety initiative
will enhance prevention activities, promote
compliance within the commercial fishing industry,
increase Coast Guard boarding team expertise for
more efficient enforcement actions and save lives.

The Coast Guard provides 24-hour watches at
regional Rescue Coordination Centers, and manages
the worldwide Automated Mutual-Assistance Vessel
Rescue System — which provides position and
communications information on vessels that are
available to assist others at sea.

Coast Guard will seek to improve requirements for
vessels to carry distress location equipment and
survival gear.

The Coast Guard will improve its command, control,
and communications systems by updating planning
tools, information systems, and implementing the
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Global Maritime Distress and Safety System. ($3.1
million)

Other Federal Programs with Common Outcomes:
The US Navy and Air Force have search and rescue
capability, primarily for their own vessels and aircraft.
The National Search and Rescue Manual establishes
responsibilities and cooperative efforts  between
organizations that have search and rescue capabilities.
The Air Force is the lead agency for land-based search
and rescue; the Coast Guard is the lead for maritime
search and rescue. Each assists the other depending on
resources available for a particular search effort.
Information is shared through formal search and rescue
schools, and at search and rescue conferences and forums
held worldwide.
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PASSENGER VESSEL SAFETY': Each year over 90 million passengers are carried aboard cruise ships,

ferries, charter fishing boats, sightseeing boats, gaming vessels, and other commercial passenger vessals in the U.S.

Collectively, these vessels provide one of the safest forms of transportation.

But the 1999 fire onboard the 1,100

passenger cruise ship Tropicale highlights the potential for disaster that exists. We are seeing newer vessels with much
higher passenger capacities than in recent decades, raising the risk for a major loss of life. Trends in high risk
“precursor” casualties — fire, capsizing, flooding, collision, alision, sinking, grounding — indicate that while fatalities

arevery low, the underlying risk is till very real.

Performance Goals & Results

Performance Measure: Number of  high-risk
passenger vessel casualties per 1,000 vessels.

Goals: 1999 2000 2001
Original:  N/A 47 46

Revised: N/A 53 52

Actual: 39*

* 1999 preliminary results are based on revised data

Note on Revised Data: The Coast Guard has revised the
analysis methodology that defines this indicator. The
revised indicator provides a more accurate and repeatable
depiction of high risk casuaty rates over time. The
original 2000 target for passenger vessel casualties was
47. That converts to 53 using the new methodology.
This represents the same proportional reduction that our
programs were aiming for in the original target: 10
percent over the 5-year period 1999-2003. See Appendix
| for more information. The graph provides the previous
trendline and goal s for comparison.
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External Factors: The technological advancement of
passenger vessels increases the complexity of their
operation and maintenance. Also, growth in “gaming”
vessels in recent years has increased the exposure of the
public to passenger vessels. Many passenger vessels
(particularly cruise ships operating from U.S. ports) are
foreign flag vessels, subject to international standards.
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Some rulemakings or changes deemed helpful by the
Coast Guard require lengthy international negotiation.

1999 Results: This DOT measure was established in the
FY 2000 Performance Plan. Our first report and analysis
on the new measure is due in next year's FY 2000
Performance Report. While there is no target for 1999,
preliminary results show the rate dropping by 16
casualties per 1,000 vessdls, a very large single-year
change that already exceeds our goal for 2000. The
Coast Guard will further analyze the final 1999 results,
when available, to determine the significance of this
drop. The Coast Guard does believe that the rate may be
declining after several years of increases.

Passenger vessel traffic is rapidly growing on cruise
ships, gambling ships, and passenger ferries, and the
number of high-speed, high-capacity passenger vesselsis
booming. From historical data, we know that collisions,
allisions, and vessels running aground make up a
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highest danger to passenger safety generally occursin
the lower frequency incidents, such asfire, capsizings
and sinkings. These, too, are incidents frequently caused
by human error, as well as by equipment and vessel
condition. The Coast Guard’ s Prevention Through
People program and implementation of International
Safety Management Code target these causes.

FY 2000 Performance Plan Evaluation: In 2000, we
will continue to partner with industry and conduct
research projects to reduce human error. Analysis of the
preliminary 1999 results will continue. The revised 2000
goal of 53 casualties per 1000 vessels appears readlistic
given suspected gains in 1999, but the long term
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direction of the trend remains uncertain and revision to
the goals will be considered only after additional data is
gathered.

Strategies and Initiatives to Achieve 2001 Goal: The
Coast Guard develops and enforces safety standards for
passenger vessal design, construction, eguipment,
operation, manning, and maintenance. USCG also
certifies the officers and crew.

In FY 2001 special attention will be given to human
factors, a streamlined and risk-based inspection program,
and international standards. The Coast Guard will:

= Manage acomprehensive Marine Safety program.

= Develop risk-based programs to improve passenger
vessel safety. Implement, expand, market, and
evauate the Streamlined Inspection Program; and
implement the Alternative Compliance Program.

= Continue to implement the International Safety
Management Code.

= Conduct oversight of technologically advanced
vessels such as high-speed ferries, and continue
oversight of third parties such as classification
societies and independent laboratories.

= Identify Prevention Through People corrective
actions to reduce passenger vessel accidents.

= Continue productive partnerships with the Passenger
Vessal Association and the International Council of
Cruise Lines.

= Advance the body of research on mariner
qualifications and training.

=  The Coast Guard will integrate risk based decision
making into al mission activities in order to
prioritize, and select optimal actions to reduce the
risk of vessel casualties.

Other Federal Programs with Common Outcomes:
The National Transportation Safety Board investigates
major maritime accidents;, USCG participates in these
investigations, and independently investigates less
serious accidents to determine cause and evaluate trends.
Using these investigations, the Coast Guard and NTSB
cooperate on identifying and implementing strategies to
reduce future accidents.
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MARITIME WORKER FATALITY RATE: Maitime shipping and commercia fishing are

dangerous businesses. Fishing, in particular, has been cited as one of the most dangerous occupations in America. And
while the total numbers of maritime worker fatalities are not very high, fatality rates are 4-5 times the average for all

occupationsinthe U.S.

Performance Goal & Result

Performance Measure: Fatalities per 100,000 workers
aboard commercial vessels. (This measure was
discontinued in the DOT plan after 1999. The Coast
Guard till tracksit.)

Goals: 1999 2000 2001
Original: 42 -- --
Revised: 34 -- --
Actual: 28*

* 1999 preliminary results are based on revised data

Note on Revised Data: The Coast Guard has revised this
indicator to more accurately reflect the fatality rate. Asa
result, the trend line has lowered dlightly. The DOT FY
1999 Performance Plan set a 1999 target of 42 deaths per
100,000 workers. The revised target is 34, and represents
the same proportional reduction as the original target: 20
percent over the 5-year period 1999-2003. See Appendix
| for more information. The graph provides the previous
trendline and goals.
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stocks and overcapitalization of the industry has led to
fierce competition. In the commercial maritime industry,
the strong economy and demand for labor may have
lowered the average experience levels of workers,
although it is difficult to tie this causally to increased
accidents.
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1999 Results: Preliminary data indicate we met our
revised goal for reducing the maritime worker fatality
rate to 34 deaths per 100,000 workers. The preliminary
rate was 28.

Anaysis of the 1999 preliminary data reveds a
significant drop in the commercial fishing fatality rate.
The rate of towing vessel fatalities edged up slightly, but
the single-year significance of this is indeterminate.
There has been a general reduction in the aggregate
maritime worker fatality rate since 1997. While there are
many factors that may be influencing such a trend, this
decline coincides with collaborative Prevention Through
People Initiative that promote better industry awareness
of safety risks, and reduce the sizable role human error
playsin fatalities.

The largest percentage of maritime worker fatalities
occurred in commercia fishing. While the Commercial
Fishing Industry Vessel Safety Act of 1988 has helped
reduce fishing vessel fatalities 20 percent from pre-Act
levels, dwindling fisheries stocks, more competition, and
regulated limited-time fishing seasons have increased
risk-taking by fishermen and made fishing-related deaths
an ongoing problem. Compounding this is the fact that
fishing vessels have relatively few required safety
standards. The diverse nature of this industry makes it
difficult to develop universal fishing safety regulations —
vessels vary greatly in size and operate in a wide range
of locations and climates.

In 1999, the Coast Guard conducted an evaluation of
fishing fatalities, and began implementing recommended

ways to reduce these fatalities. The long-term
recommendations included instituting safety
examinations, inspections and operator licensing;

developing safety and stability standards; coordinating
fisheries stock management with safety; and improving
casualty investigation data. In 2000, we will continue to
implement these recommendations to reduce fatalities.
Safety awareness efforts focused on reducing human
error, aong with regulation enforcement should
contribute to the long-term reduction of fatalities.

FY 2000 Performance Plan Evaluation: This
performance measure has been discontinued in the DOT
Performance Plan (although it is ill tracked by the
Coast Guard). The new Passenger Vessel Safety goal
reflects an area of safety performance with more broad
public impact.
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RAIL ACCIDENT & FATALITY RATES: In 1999 (January through November), 849 deaths were

attributed to rail operations. Freight railroads account for 40 percent of the Nation’s traffic as measured by ton-miles
and projections indicate a growth rate in freight railroad traffic of 1.4 percent per year for the foreseeable future. In
addition, passenger rail service is also experiencing significant growth as more travelers are turning to commuter and

intercity rail as aviable transportation alternative.

Performance Goals & Results

Performance Measure: Train accidents per million
train-miles.

Goals: 1999 2000 2001
3.44 3.38 3.29
Actual: 3.79*

Performance Measure:
million train-miles.

Rail-related fatalities per

Goals: 1999 2000 2001
157 1.30 1.23
Actual: 1.30*

* The rates are based on preliminary data for an eleven-
month period (January-November 1999).

External Factors: The structure of the railroad freight
industry is changing dramatically, with the number of
Class | railroads declining from 58 in 1976 to 9 in 1999
and the number of Class Il and Class Il railroads
increasing from 586 in 1993 to approximately 700 in
1999. Freight railroads account for 40 percent of the
Nation'sintercity traffic as measured by ton-miles.
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1999 Resaults: Although the data for 1999 are
preliminary and based upon an eleven-month period, it
appears that the 1999 goal for rail-related fatalities will
be met; however, the train-accident-rate goa may fall
short. The preliminary 1999 train accident rate was 3.79,
a dlight increase over the 1998 rate of 3.78 for the same
eleven-month period, and above the 1999 target of 3.44.
Although train accidents were higher in 1999, total train-
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miles increased significantly (almost 4%) over the
previous year. (The train-accident count and rate
exclude highway-rail collisions.)

While FRA is not satisfied that the train accident rate
remained roughly constant from 1998, we are pleased at
the overall success we have had over the past six years.
Since 1993, this rate has dropped more than 10%, and
FRA is confident that it can continue to meet projected
targets.

Primarily, the increase in the train accident rate was
attributable to accidents caused by human factors (3.6%
rise over 1998) and those that were track-related (6.1%
rise over 1998). Part of the increase may be attributable
to recent rail consolidations, primarily in the western
u.s.

The rail fatality rate for the eleven-month period in 1999
was 1.30, compared to FRA’s goal of 1.57 for the full
year. If thistrend continues, it will be the lowest rate in
a decade. Both grade crossing and trespasser fatalities
are included in this rate and, together, make up about
90% of all rail-related fatalities.

The work of both the Safety Assurance and Compliance
Program (SACP) and the Railroad Safety Advisory
Committee (RSAC) has contributed to overall rail safety
improvements. In 1999, RSAC-related rulemakings
included final rules for “Qualification and Certification
of Locomotive Engineers,” and revisions to Steam
Locomative Inspection regulations. Under traditional
rulemaking procedures, a final rule for “Passenger
Equipment Safety Standards” was issued.

The RSAC aso continued developing standards for
roadway equipment machines, locomotive
crashworthiness, locomotive sanitation, positive train
control systems and event-recorder-data survivability.
Notices of proposed rulemaking for locomotive
sanitation, locomotive crashworthiness, and roadway
equipment machines are expected to be issued in 2000.
FRA conducted SACP examinations on al Class |
railroads and many of the nation's commuter rail
authorities to identify systemic safety problems. Smaller
regional and local railroads underwent similar reviews.

FRA aso strengthened the SACP as recommended in the
Office of the Inspector Genera’'s 1998 report. It
provided its safety inspectors additional guidance on
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methodology and documentation requirements involving
SACP planning and coordination, resolution of safety
issues, and monitoring remedial actions taken by
railroads. FRA aso developed updated enforcement
guidelines for its inspectors and prepared a composite
listing of all systemic safety issues for prior SACP
projects that included the status of each safety issues.

To counter the growing number of incidents involving
human factors, FRA continued the research and
development of fatigue countermeasures. Additionaly,
FRA has been actively encouraging al railroads to
develop Fatigue Management Plans, aimed at addressing
fatigue issues among railroad employees. FRA aso
continued its compliance and assistance audits for drug
and acohol use on railroads, and conducted education
conferences for rail labor and management on Federa
drug and alcohol regulations.

FY 2000 Performance Plan Evaluation: Although the
1999 goal for the train accident rate was not met, FRA
expects to meet both the fatalities and train accident rate
goas set for CY 2000. Human factors played a
significant role in the train accident rate in 1999, and
FRA is placing heavy emphasis on fatigue-related safety
issues again in year 2000. The Administration has
proposed legidlation that would require railroads to
develop and implement fatigue management plans
covering train, dispatching service, signal, and track
maintenance employees.

Strategies and Initiatives to Achieve 2001 Goal: DOT
will continue and expand: 1) the SACP, which brings
together rail labor, management, and FRA to determine
the root causes of systemic railroad safety problems; 2)
the RSAC and its concept of negotiated rulemaking; and
3) the Technical Resolution Committee to speed up the
rulemaking process and to correct system-wide problems
in the ralroad industry. Significant research and
development initiatives are aimed at technological safety
advances. Many programs are aimed specifically at
reducing grade crossing crashes (see separate goal for
this area).

= FRA will continue to expand SACP and RSAC work
to speed up rulemakings and to correct system-wide
problems in the railroad industry. $117 million is
dedicated to all safety-related activities in FY 2001,
up 6% from FY 2000.

= FRA will invest $300,000 for a comprehensive
fatigue countermeasure campaign. New research
will be aimed at identifying causes of human
performance errors, devel oping mitigation strategies,
evaluating new technologies to aid operators,
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identifying training needs, and studying man-
machine interfaces.

= FRA will expand projects in Train Occupant
Protection, the Automated Track Inspection Program
and wayside inspection technology, as well as begin
new projects in electronic brake systems, Positive
Train Control (PTC) and grade-crossing research.

=  FRA will pursue research and development activities
to determine the causes of equipment failures, to
develop devices and techniques which identify
degraded equipment and components before they
fail, to test potential inspection systems, and to
implement proven systemsinto revenue service.

= Research will also be conducted in hazardous
materials transportation safety, track and component
safety, track-train interaction, grade-crossing safety,
and safety of high-speed ground transportation
systems.

= FRA continues to perform phase Il work on
passenger equipment safety standards and to
advance Positive Train Control systems, using the
National Differential Global Positioning System
(NDGPS) as a source of location information. For
FY 2001, a multimodal approach is planned to
coordinate strategy for enabling infrastructure.
NDGPS will provide the positioning, navigation and
timing accuracy, which is critical to improving
sofety on the Nation's surface intermodal
transportation network.

Other Federal Programs with Common Outcomes:
None.
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HIGHWAY-RAIL GRADE CROSSING ACCIDENTS: 1n 1999, (January through November)

849 deaths were attributed to rail operations.

Over 43% of these fatalities were caused by collisions between

automobiles or trucks and trains. Every day, people attempt to beat a train to the railroad crossing — endangering their
lives, aswell as those of train crewmembers and passengers.

Performance Goal & Result

Performance Measure: Grade crossing accidents
divided by the product of: 1) million train-miles and
2) trillion vehicle-miles-traveled.

Goals: 1999 2000 2001
2.19 157 1.39
Actual: 2.00 *

* The rate is based on preliminary data for an eleven-
month period (January-November 1999)

External Factors. U.S. railroad activity is rapidly
expanding and America's freight railroads are becoming
increasingly congested. Since 1990, revenue ton-miles
have risen by more than athird. Since 1986, the number
of rail passenger miles has risen by amost 25%.
Additionally, there are approximately 160,000 public and
100,000 private grade crossings nationwide. All of the
factors increase the risk and likelihood of increased
highway-rail crossing accidents.
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FRA will reach its 1999 goal for grade crossing
accidents. The preliminary 1999 rate was 2.00 vs. 2.18
in 1998. Since 1993, the rate has declined a spectacular
42%. Although train-miles and total vehicle-miles-
traveled rose in 1999, there was also a significant drop in
total grade-crossing accidents nationwide. FRA was able
to improve last year's rate by lowering total accidents
almost 2.4%, from 3,214 to 3,138 over the eleven-month
period.

The rail grade crossing accident rate has declined each
year since 1987, with the 1999 rate being the lowest
since FRA began collecting data in 1975. With the
exception of 1994, the actual number of accidents has
fallen every year since 1988. During the same period,
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train-miles rose 12% and vehicle-miles climbed almost
30%.

For the 1999 eleven-month period, fatalities from
crossing accidents dropped almost 10% over the prior
year, from 404 to 367. Of the 3,138 crossing accidents
in 1999, almost one-third occurred in just five States:
Cdifornia, lllinois, Indiana, Louisiana, and Texas.
Those same 5 States accounted for 42% of the fatalities
resulting from crossing accidents and 36% of the
injuries.

Activities in 1999 that contributed to FRA's successful
results include the work of the Safety Assurance and
Compliance Program (SACP), which provides the
overall umbrella for a healthy partnership with the rail
industry. Also, FRA forged meaningful partnerships
with railroads, States, and local communities to produce
effective outreach programs. Some specific activities
included:

FRA provided its Highway-Rail Grade Crossing
managers with cameraready art, video, and
pamphlets for use at outreach, town hall, and local
law enforcement meetings to promote “Always
ExpectaTrain.”

FRA partnered with Kentucky Operation Lifesaver,
the city of Louisville, Kentucky, and the local school
system to improve safety at railroad crossings,
thereby receiving the Secretary’s “Community
Partnership Award.”

FRA provided $600,000 for Operation Lifesaver,
Inc. (OLI), which represents almost 50% of OLI's
annual budget for operations and programs. (OLI is
a nonprofit national organization devoted to
preventing and reducing crashes, injuries and
fatalities and improve driver performance at the
nation's 260,000 public and private highway-rail
grade crossings.) A portion of the funding was used
to continue the highly successful "Highways and
Dieways" public service campaign.

FRA published a set of illustrative guidelines, in
conjunction with the Volpe National Transportation
Center in Cambridge, MA to show a low-cost
method for improving the visibility of trains at grade
Crossings.
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FRA designed new “windows-based” software that
is used by railroads and States free of charge to
update their grade crossing inventory.

FRA expanded the Grade Crossing Hazard
Elimination Program to include eight federaly
designated high-speed rail corridors to eliminate
hazards at public and private grade crossings.

The Office of the Inspector Genera completed a
program review in 1999 to assess the progress made
toward achieving the year 2004 goals established in the
Highway-Rail Grade Crossing Safety Action Plan (no
more than 2,500 crossing accidents and 300 crossing
fatalities). The review concluded that DOT's efforts
have been successful.

FRA will implement several of the recommendations
made in the program review including focusing on
strategies that have been proven effective such as
installation of median barriers to prevent driving around
lowered gates, use of well-advertised photo
enforcement, and imposition of stricter penalties to deter
grade crossing violations. They are aso developing a
separate plan to address trespass prevention and
pedestrian safety issues.

FY 2000 Performance Plan Evaluation: Based on
program performance in 1999, FRA expects to nearly
reach or achieve the extremely ambitious goal set in the
2000 performance plan.

Strategies and I nitiativesto Achieve 2001 Goal: DOT
sets and enforces safety standards, investigates major
train accidents, and educates the public on the dangers
associated with highway-rail crossings. DOT continues
to develop both ongoing and new technologies aimed at
reducing crossing accidents.

» FRA oversees the modification and elimination of
grade crossings ($9 million for grade crossing safety
in FY 2001). Also, FHWA provides 10%, or
approximately  $639 million, of its Surface
Transportation Program (STP) funding to States for
highway-hazard elimination, including crossing-
hazard-elimination initiatives.

»  FRA, FHWA, and NHTSA will continue to actively
participate with Operation Lifesaver, Inc. The OLI
program helps railroads to close highway-rail
crossings, and promotes initiatives amed at
reducing collisions and casualties at highway-rail
intersections. FRA has included $600,000 in its
2001 request for the OLI program, in addition to the
$500,000 in 2001 authorized in TEA 21 for this
program.
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= In FY 2000, FRA’s highway-rail crossing computer
file will be available on the Internet.  This
information includes Globa Positioning System
(GPS) data regarding grade crossings, making these
files compatible with most mapping programs used
for management and planning purposes. This data is
vitally important as it allows the FRA, states, and
local communities to pinpoint where highway-rail
grade crossing accidents occur and to help target
“high-risk” crossings for corrective actions.

* FRA requests an additional $500,000 for a new
nationwide public outreach program, focusing
geographically and demographically on those States
reporting the most grade crossing and trespasser
fatalities.

Other Federal Programs with Common Outcomes:
None.
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RAIL TRESPASSER FATALITY RATE: In 1999 (January through November), 849 deaths were

attributed to rail operations. Trespassers accounted for approximately 50 percent of the total — exceeding highway-rail
crossing collisions, which had previously been the major contributor to the number of fatalities. People trespass on rail
property for a variety of reasons — to fish off bridges, take shortcuts across the tracks, try to ride on moving trains, or
simply to walk along the tracks. All of these are terribly unsafe. With their very heavy weight, trains cannot stop in

short distances, and many trespassers lose their lives.

Performance Goal & Result

rail-related
1)

Performance Measure:  Number of
trespasser fatalities divided by the product of:
million train-miles and 2) billion U.S. popul ation.

Goals: 1999 2000 2001
2.58 # #
Actual: 2.46*

# Discontinued measure in DOT plan after 1999 *
Therateis based on preliminary data for an €l even-month
period (January-November 1999)

External Factors. Since trespassing acts occur on
private property, FRA has limited influence in reducing
the rail trespasser fatality rate. In addition, reducing the
rail trespasser fatality rate is very difficult due to steady
increases in train-mile traffic and the growth of the U.S.
population in areas that were once isolated segments of
rail lines.
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1999 Results: Although the 1999 data are preliminary,
it appears that FRA will not only reach its goal, but will
record the lowest trespasser fatality rate since FRA
began collecting data. The rate, which does not include
fatalities at grade crossings, was 2.46 for the eleven-
month period, a remarkable 17 percent decrease over the
1998 rate of 2.96 for the same period. Not only did the
number of fatalities decrease dramatically over 1998
(433 v.s. 501), the rate decline was accomplished in the
face of increases in both the U.S. population and the
number of train-miles hauled.
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Some observations can be made about the trespasser
casualties. Of the 433 fatalities, amost 40 percent
occurred in four States (California, Texas, Florida, and
Illinois), with California recording the largest number -
76. Also, more than 80 percent of all deaths occurred on
the properties of five Class | railroads.

FRA has had considerable success over the past decade
in lowering the trespasser fatality rate. With the
exception of 1997, the rate has declined each year since
1991. The 1999 rate is 31 percent lower than the 1990
rate of 3.57. FRA has been increasingly effective in
reducing the number of casualties through partnerships
with railroads, States, and local communities. In 1999,
FRA developed model legislation for railroad trespassing
and vandalism and promoted its adoption among the
States.

As noted previoudly, this goal was discontinued in the
DOT Performance Plan after 1999. It was originally
included in the FY 2000 Performance Plan to address the
significant problem of trespassing on railroad property.
However, the effect of the FRA efforts to reduce
trespasser fatalities and injuries is already captured in its
overarching goals of reducing all rail-related fatalities
and injuries. FRA will continue to collect and analyze
trespasser data, and to partner with states and railroads to
address this issue. The FRA will report trespasser
casualties as a component of the overal rail-related
fatalities goals.
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TRANSIT FATALITY AND INJURY RATES: Public transit provides a flexible aternative to

automobile and highway travel, offering a higher degree of safety as well. However, public expectations for safety are

higher for transit than they are for highway travel.

Performance Goals & Results

Performance Measure: Transit fatalities per 100
million passenger miles traveled.

Goals: 1999 2000 2001
.507 .502 497
Actual: 531

Performance Measure: Transit injured persons per
100 million passenger miles traveled.

Goals: 1999 2000 2001
123.2 121.9 120.7
Actual: 111.6

External Factors. As the population grows, the use of
public transit can also be expected to increase. Increased
ridership of public transit would lead to an increase in
the absolute number of fatalities and injured persons
even if the rate per 100 million passenger miles traveled
does not change.

TN CAAKNSS 200 WIS
@ex A0 WMo Passenges e s
%5) W0
A —A
A Aaa
Sg = A0
=t — | |
&F .- g
8 oo SRR P
1 N
) ——— N
AL AR A0 A9 N0 XN
—m oy ed o Cananey Goan
AP e ey Goay L
p

not met, the fatality rate dropped from .564 per 100
million passenger miles traveled in 1998 to .531 in 1999.
The 1999 goal for transit injuries was met.

Increased ridership resulting, in part, from expanding rail
systems and the purchasing of more transportation
provides more opportunities for mass transit accidents to
occur. The major causes of transit fatalities/injuries are
being investigated in the Transit Accident Causal Factors
Study.

Through FTA, the Transportation Safety |nstitute offered
22 different safety courses at 138 training sessions
throughout the United States. The 53,125 student hours
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completed by transit personnel in FY 1999 are a measure
of the industry’ s acceptance of the program.

FTA provided technica assistance to states and transit
operators subject to FTA’'s dtate safety oversight
regulation and initiated a compliance audit program.
Audits were conducted in seven states. Ohio, Florida,
Tennessee, Cadlifornia, Texas, New York, and
Pennsylvania.

The 1997 Drug and Alcohol Testing Results (DAMIS)
annual report was published December 1998. When the
program began, the testing rate was 50 percent for drugs
and 25 percent for alcohol. Data developed through the
DAMIS report enabled FTA to reduce the alcohol testing
rate to 10 percent. The rate of positive random drug tests
has not declined significantly. Consequently, the drug-
testing random rate is being continued at 50 percent.

Six security audits were conducted on a voluntary basis
at rail/bus systems throughout the country and 10
security audits were conducted at bus-only systems. The
audit program is advisory only. However, most systems
have acknowledged the technical expertise of FTA's
audit consultants and have adopted the recommendations
resulting from the audit.

The Safety and Security Website continued to provide
access to timely and substantive information to the
industry and interested members of the public.

The joint FTA/FRA “Policy on Shared Use of the
General Rail System,” developed in concert with the
Office of the Chief Counsel, was published in the
Federal Register on May 25, 1999. (The purpose of the
joint policy isto ensure that grantees know whether their
projects are under FTA or FRA’s jurisdiction.) FTA's
companion document, “Statement of Agency Policy,”
was published in the Federal Register on November 1,
1999. Both statements are now open for public comment
and are available on the Website. FTA and FRA plan
outreach meetings with involved parties (the respective
DOT field offices, grantees, and APTA.)

FY 2000 Performance Plan Evaluation: Based on
program performance in FY 1999, we expect to achieve
the goal set in the FY 2000 performance plan.

Strategies and Initiatives to Achieve 2001 Goal: FTA
provides grants to improve the condition of transit
infrastructure, and it works with states, local transit
authorities, and the transit industry to develop
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technology, provide training, and supply technical
assistance that advances safety. FTA aso conducts
research and collects data in order to provide valuable
information on safety and standards.

= Through Formula Grants, Capital Investment
Grants, and the Job Access and Reverse Commute
Programs, FTA invests in the public transit
infrastructure. Most of these funds improve transit
safety by replacing older bus and rail systems with
newer, safer public transit. For new projects, safety
is adesign consideration from the beginning.

= The Safety and Security Program funded with transit
National Research and Technology funds ($6.1
million in FY 2001, 12% above FY 2000 level) will:

- develop technology and system designs that will
improve the security of the riding public.
Activitieswill include using information
technology to improve highway-rail interactions
and implement Safety Task Force
recommendations.

- train 4,000 transit professionals on awide
variety of topics such as system security, bus
and rail accident investigation, and fatigue
awareness.

- provide technical assistanceto states and local
agencies to improve the safety and security of
public transit. Activitieswill include guidance
on the safety certification process, technical
assistance on emergency management,
including natural disasters and terrorist attacks,
and evaluation of state safety oversight
programs.

Other Federal Programs with Common Outcomes:
None.

4
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PIPELINE FAILURES: A network of two million miles of pipelines transport natural gas to 55 million

residential and commercia customers. While pipelines are among the safest modes for transporting liquids and gases,
the nature of the cargo is inherently dangerous. Pipeline failures — whether due to material failure or outside force
damage — can pose an immediate threat to people and communities. Outside force damage is the leading cause of
pipeline failures causing on average 39% of all pipeline failures. Corrosion is the second leading cause of pipeline
failures causing on average 20% of all pipeline failures. Other causes include incorrect operation, construction/material
defect, equipment malfunction, failed pipe, and other miscellaneous causes that account for the remaining 41% of
pipeline

Performance Measure: Failures of natural gas
transmission pipelines.

Goals: 1999 2000 2001
4,528 4,451 4,375
Actual: 4,467

Performance Measure: Failures of hazardous liquid
pipelines.

Goals: 1999 2000 2001

171 # #
Actual: 159
Performance Measuree Number of pipeline

incidents caused by outside force damage.

Goals: 1999 2000 2001
137 # #
Actual: 117

# Discontinued after 1999 — See page 117

Natiral Gac Pineline

External Factors: Long haul transmission pipelines
are often in remote locations and underground. Short
haul distribution pipelines — typically in neighborhoods
— are most susceptible to outside force damage from

digging.
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1999 Results: RSPA met all three of the CY 1999

pipeline safety performance measure targets.

There

were 4,467 natural gas transmission pipeline failuresin
1999, which met the goal of 4,528. The 159 hazardous
liquid pipeline failures in 1999 met RSPA’s goal of
171 or less.

42

failures.

The 117 pipeline failures attributable to outside force
damage in 1999 met RSPA’'s goal of 137 or less. This
was also the lowest rate experienced in a decadg,

<
Theten-year trend in outside force dam%é‘ﬁ% pipelines
is generally downward although tehgﬁé*ﬁas been ahigh

level of year-to- o0
year fluctuation. ©
Considering the
high level of
construction and
infrastructure
renewal that
occurred
nationwidein
1999, the reported
number of outside

force damages for x::& Y
1999 is especially D»»\&\d
remarkable.

Distribution pipelines - typically in neighborhoods - are
most susceptible to outside force damage from digging.
In 1999, RSPA moved forward with a new "Dig
Safely" campaign to educate the public on the
prevention of damages to all underground facilities.
We anticipate that planned Federal, state and in-dustry
efforts to raise awareness of one-cal centers for
alerting utilities before digging will further lower the
number of annua excavation caused incidents. DOT
set a new goal of reducing "hits' to pipelines by 25%
over the next 3 years, beginning with a baseline in
2000, with 25% reduction from the 2000 level by 2004.

In other activities, RSPA, with Batelle, the Southwest
Research Ingtitute and lowa State University is
working to determine how in-line inspection
technologies may be used for early detection of
mechanical damage such as dents, gouges and metal
movement, which are precursors to later corrosion
failures. The work is progressing and has established
that only one survey will be needed to detect corrosion
and mechanical damage.
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FY 2000 Performance Plan Evaluation: Based on
program performance in FY 1999, we expect to
achieve the goa set in the FY 2000 performance plan.

Strategies and Initiatives to Achieve 2001 Goal:
DOT works to reduce the risk of pipeline failures by
establishing  safety  regulations and  assuring
compliance. RSPA will raise the bar of overal
national pipeline integrity through testing risk
management solutions as an alternative to traditional
pipeline regulation. A key strategy for reducing
outside force damage will be to work with industry to
implement “best practices’ to prevent damage.

» RSPA’s pipeline safety program ($47.1 million, a
27% increase over the FY 2000 level) will conduct
rulemaking, enforcement, research, and
information dissemination efforts. Particular focus
will be on expanding and improving RSPA’s risk-
based management of federal pipeline inspection
activity to focus resources on the highest risk of
failure areas.

= RSPA will continue working with states to more
fully utilize risk-based factors in state inspection
and oversight of intrac and some interstate
pipelines. ($16 million, a 13% increase over the
2000 level)

= To improve the safety and livability of American
communities, RSPA will assist communities
through increased grants to states to encourage
adoption of one-call system best practices, and to
increase inspection of pipelines, particularly
during new construction. RSPA will also improve
training and decision support of inspectors to
better assess damage to pipelines at the earliest
possible stages. ($13 million, a 12% increase over
the FY 2000 level)

=  RSPA will conduct risk management and system
integrity inspection pilot programs to address the
risks inherent in transporting natural gas and

hazardous liquids. ($1 million, a 14 % increase
over the FY 2000 level)

= RSPA will plan and manage a risk-based
compliance inspection and investigation program.
($0.2 million)

= RSPA will develop curriculum and deliver training
to promote compliance with pipeline safety
regulations; teach regulatory requirements to
industry personnel, particularly small gas system
operators, and teach Federal and State inspectors
compliance requirements, inspection techniques,
and enforcement procedures. ($1.1 million, a 13%
increase over the FY 2000 level)

= RSPA will study technologies and processes to
more fully incorporate risk-based approaches into
the regulatory program and advance technologies
and their applications in various pipeline system
configurations. ($1.9 million, a 12% increase over
the FY 2000 level)

Other Federal Programs with Common Outcomes:
We are developing a National Pipeline Mapping
System with input and interest from the Federal Energy
Regulatory Commission, the National Oceanic and
Atmospheric Administration (NOAA), the Department
of Energy, the U.S. Geological Survey, and others that
will help us analyze risks to environmentally sensitive
and populated areas. We participate jointly with the
Environmental  Protection Agency (EPA), the
Department of Agriculture, the Department of Interior
and NOAA to collect data on the location of
environmentally sensitive areas and are co-funding
with EPA the Nature Conservancy efforts at the
national and state levels to populate digital data banks.
We also are working with the National Association of
Pipeline Safety Representatives, trade associations
such as the American Petroleum Institute, and other
industry partners, in designing new reporting systems
and improving data.
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HAZARDOUS MATERIAL |INCIDENTS: Many of the materials used in manufacturing and many of

the retail products people buy include hazardous materials. There are over 800,000 shipments of hazardous materials
(hazmat) each day in the U.S. These range from flammable materials and explosives to poisons and corrosives.
Release of these materials during transportation could result in serious injury or death, or harm to the environment.

Performance Goal & Result

Performance Measure: Number of serious hazardous
materialsincidents in transportation.

Goals: 1999 2000 2001

430 411 401
Actual: 363*
* 1999 Preliminary Data

External Factors: The vast magority of hazmat
transportation incidents are caused by human error.
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1999 Results: Preliminary dataindicate that serious
hazardous materials incidents declined from 432 in 1998
to an estimated 363 in 1999, surpassing the 1999 goal by
16 percent. While thisis encouraging, it is till too early
to tell whether this actually reflects the impact of DOT
programs or is within the expected range of fluctuations

(see above Se(0VS Y1t 30vs Wake s
graph). wadems vy Wode
Highway

incidents

continued to ‘j;;\;
dominate the

overall number .
of serious A "~ polo
hazardous eob Nore
materias ol
incidents.

The number of serious hazardous materialsincidentsis
not normalized to the number of hazardous materials
shipments. RSPA estimates that in 1999, there were over
800,000 hazardous materials shipments per day.

Industry appearsto be placing increased focus on safety

improvements, encompassing improved packaging as
well as operational and response procedures. The drop
in package failure incidents may partially reflect that
effort, and suggests at least one aspect of system risk
reduction. Further conclusions are difficult to draw,
however, and DOT continues to aggressively address
risk reduction throughout the system.

In 1999, RSPA evauated the usefulness of hazardous
materials incident reports in identifying the causes of
hazardous materials incidents. This study was
coordinated with industry and Hazardous Materials
Information System (HMIS) users. The results have
been incorporated into an Advance Notice of Proposed
Rulemaking to consider revisions to the incident
reporting requirements and the detailed hazardous
materials incident report form.

FY 2000 Performance Plan Evaluation: The number
of serious hazardous materials incidents in 1999
surpassed the goals for both 2000 and 2001. Given the
year to year fluctuation observed in this measure,
however, it is too early to assess if a firm downward
trend has been established or if the 2001 goal should be
reduced.

Strategies and Initiatives to Achieve 2001 Goal: DOT
develops regulations and standards for hazmat packaging
and shipping, and enforces those standards for every
mode of transportation. DOT will align its programs to
better focus on the human factors involved in hazmat
spills. In addition, it will work with the industry and
state and local partners to prioritize risk factors,
permitting better focus of resources on highest risk areas.

» RSPA’'s hazardous materials safety programs
($19M) will continue to increase the percentage of
shipper inspections conducted, compared to other
types of like inspections of package manufacturers
and retesters. We will address the human error
problem by implementing an intensive effort to
reach the hazmat community through training,
technical assistance and customer service to assure it
understands how to comply with Federal safety
reguirements. We will prioritize compliance
initiatives on a risk and human factors basis. We
will participate in meetings of international
organizations to promote consistency between
national and international hazardous materias
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requirements to improve the safe and efficient
transportation of hazardous materials.

Coast Guard marine safety programs will enforce
hazmat shipping regulations aboard U.S. ships and
foreign ships in U.S. ports, as well as at port
facilities. USCG, in conjunction with EPA, will
continue to manage and operate the 24-hour
Nationa Response Center for al reporting of
hazardous material rel eases.

FAA will add 58 additional inspectorsin FY 2001 to
increase the number of inspections of dangerous
goods shippers and indirect air carriers. This will
alow FAA to focus increased attention on
manufacturers, distributors, retailers and reshippers
before their cargo reaches airports ($3.7 million).

FMCSA will perform Compliance Reviews and,
when necessary, take enforcement action against
motor carriers that pose a greater hazardous material
risk, focusing on incidents/crashes, vehicle and
driver violation occurrences, and company safety
management breakdowns.

Management Challenge Implementing the
findings of the DOT-wide Hazardous Materials
Program Evaluation Ensuring the safe transportation
of hazardous materials presents a management
challengeto DOT. Thisis because the administration
of a complex national safety program requires the
best that high-performance organizations can offer.
Program delivery is complicated because shipments
of hazardous materials frequently span modal lines of
responsibility and their transportation chain can be
intricate. Matters can be made better or worse by the
actions of the manufacturer or shipper at the origin,
where classification, packaging, and marking can be
more influential on safety than the actions of any
subsequent party.

Recognizing the need for systems-based analysis and
action, DOT initiated a Department-wide Hazardous
Materials Program Evauation (HMPE) in 1999.
Conducted by a ONE-DOT team from the OIG,
RSPA, USCG, FAA, FHWA, and FRA, the effort
assessed DOT' s hazardous materials safety program
delivery, evaluated its effectiveness at each step in
the transportation process, and made appropriate
recommendations.  The evaluation findings to
improve DOT'’s hazardous materials programs

through DOT-wide dtrategic planning and
coordination, more focused delivery, and better data
are summarized in Appendix Ill, DOT Program

45

Evauation, DOT-wide Hazardous Materials

Program Evaluation (DOT-wide).

To meet its management challenge, the program
evaluation has recommended that the Secretary creste
a DOT-wide institutional capacity to coordinate the
hazardous materials programs within DOT and
implement al of the findings contained in the report.
The Operating Administrations and the Bureau of
Transportation Statistics will work together to
improve specific program delivery and data issues
following issuance of the report and adoption of the
recommendations by the Secretary.

Other Federal Programswith Common Outcomes: In
developing regulations for the transportation of
hazardous materials, DOT works with the Environmental
Protection Agency (EPA); Department of Labor,
Occupational Safety and Headth Administration;
Department of Health and Human Services (HHS);
United States Treasury, Customs Service, Alcohol,
Tobacco and Firearms; Nuclear Regulatory Commission
(NRC); and the Consumer Product Safety Commission.

DOT is adso a member of the National Response Team
(NRT). The NRT is responsible for coordinating Federal
planning, preparedness, and response actions related to
oil discharges and hazardous substance releases.

In coordination with the Federa Emergency
Management Agency (FEMA), the NRC, the EPA, the
Departments of Labor, Energy, and HHS, and the
National Institute of Environmental Health Sciences,
DOT periodically develops and updates a curriculum
consisting of a list of courses necessary to train public
sector emergency response and preparedness teams.
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STRATEGIC GOAL: MOBILITY

Shape America’ s future by ensuring a transportation system that is accessible,
integrated, efficient, and offersflexibility of choices.

obility as much as any other factor defines us as a nation. It connects people with work, school,
community services, markets, and other people. The U.S. transportation system carries over 4
trillion passenger miles of travel and 3.7 trillion ton miles of freight every year — generated by
more than 260 million people and 6 million businesses. For efficiency and equity of access, our
transportation system frequently relies on common public infrastructure that is maintained on
limited national resources— our land, waterways, and airspace.

DOT's objective is to optimize capital investment in these public systems and manage them to maximize the benefit to
all Americans. The FY 2001 budget proposes $43 hillion in direct mobility funding to meet this challenge. Thisis an
7.5 percent increase over 2000.

WeAim To Achieve These Strategic
Outcomes:

=  Improve the structural integrity of the transportation system. PERFORMANCE MEASURES:

= Balance new physical capacity with the operational efficiency Highway pavement condition
of the nation's transportation infrastructure.
Highway bridge condition

= Increaseintermodal physical, information, and service ) .
connectivity. Highway congestion

= Increase access to the transportation system for the movement ITS integration

of all people and freight. Runway pavement condition

= Provide preventive measures and expeditious response to
natural and man made disasters in partnership with other
agencies to ensure that we provide for the rapid recovery of the Aviation delay
transportation system.

Aviation system capacity

All weather accessto airports
This section includes a Performance Progress Report for 1993-
1999. Alongside our 1999 results, we note if the target (goal) was
met. If the goal was missed but recent data show the trend
responding in a good direction, we note that important result. A
detailed analysis of performance results for 1999 and our strategies Impediments to port commerce
and initiatives for 2001 follows the Performance Progress Report.
Our discussion of Mobility concludes with a presentation of St. Lawrence Seaway lock availability

Mohility Program Direct Spending. Amirak ridershi
mtrak ridership

Essential Air Service

Maritime navigation

Transit ridership
PERFORMANCE PROGRESS REPORT: M OBILITY Bus and rail transit fleet condition

Transportation accessibility

1993 1994 1995 1996 1997 1998 1999 1999 GOA GOOD
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MOBILITY GOA L TREND?
L MET?

Percent miles of NHS roads meeting 88.7 89.6 90.1 90.4 91.7 91.8 N/A 91.5 \/

pavement performance standards

Percent of deficient NHS bridges 26.7 257 25.7 258 234 232 22.7 22.8 \/

Hours of delay per 1,000 VMT on Fed- N/A N/A N/A 8.2 8.2 8.1 N/A 8.1 \/

aid Highways

Percent increasein level of ITS N/A N/A N/A N/A N/A N/A 37 20 \/

integration in 6 metro areas above 1997

baseline

Percent of runways in good or fair 93 N/A N/A 93 95 95.1 95 93 ‘/

condition

Volume and equipment related delaysper ~ 47.10 36.97 33.83 36.64 38.28 32.55 30.37 30.70 \/

100,000 flight activities

Total published Global Positioning N/A 0 a4 352 937 937 1984 1953 \/

System (GPS) airport approaches

Percent subsidized communities with at N/A N/A N/A N/A N/A 100 100 100 \/

least 2 round trips/day, 6 days/week (12

round trips/week)

Percent subsidized communities with at N/A N/A N/A N/A N/A 75 75 75 ‘/

least 3 round trips/day, 6 days/week (18

round trips/week)

Percent total operating days marine aids N/A 99.3 99.2 98.3 98.8 98.9 98.4 99.7

to navigation are available for use on U.S.

waters

Percent of ports reporting landside N/A N/A N/A N/A N/A 41 40 40 ‘/

impediments to the flow of commerce

Percent of days in shipping season that 96 94 96 99 97 98 99 99 ‘/

locks are avallable

Amtrak trip time between NY and Boston 4.75 4.75 4.75 4.75 4.75 4.75 4.75 3

(in hours)

Percent Amtrak trains arriving on time 72 72 76 71 74 79 79 87 \/

Percent Amtrak customer satisfaction N/A N/A 81 82 84 84 82 87

Revenue vehicle hours of service (rail and 175 180 183 184 187 197 203 195 ‘/

non-rail, in millions)

Percent of key rall stations ADA N/A 13 19 19 26 29 49 37 \/

compliant

Percent bus fleet ADA compliant 50 55 60 63 68 72 77 73 \/

N/A= Not Available
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HIGHWAY PAVEMENT CONDITION: The National Highway System (NHS) consists of only

161,117 miles of rural and urban roads--just 4 percent of total highway miles--but carries 1 trillion or 43 percent of
vehicle milestraveled (VMT). The system serves major population centers, international border crossings, intermodal
transportation facilities, and major travel destinations. The condition of this system can affect wear-and-tear on
vehicles, fuel consumption, travel time, congestion, and comfort, as well as public safety. Improving the pavement
condition is also key to the long-term structural integrity and cost effectiveness of the transportation system.

Performance Goal & Result

Performance Measure: Percentage of miles on the
NHS that meet pavement performance standards for
acceptableride.

Goals: 1999 2000 2001
91.5 91.8 91.9
Actual: Not available.

External Factors: Growth in the U.S. economy has
trandlated into over 2% annua growth in VMT. In
addition, industry’ s demand for heavier and longer trucks
has increased pavement deterioration.
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1999 Results: 1998 data for NHS pavement condition
shows that 91.8 percent of the pavement had acceptable
ride quality. Since this already meets the goal set for FY
1999, we expect to be able to report that the 1999 goal
was met when the 1999 data is available in late 2000.

The focus of this measure of pavement performance is
smoothness. Pavement smoothness can be improved by
adopting more effective construction and maintenance
methods and applying “best practices” in pavement
management. In 1999, FHWA began a Pavement
Smoothness Initiative to get the results of Research and
Development and “best practices’ in pavement
management to State DOT’s and others involved in the
construction and maintenance of highways.

FHWA is aso promoting pavement preservation
nationwide. This initiative will result in improved
pavement smoothness and, in addition, will reduce life
cycle cost. An expert task group has been formed with
AASHTO and industry, to assist FHWA in developing
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and implementing thisinitiative. A training course: “The
Preventive Maintenance Concept” was prepared and has
been distributed nationwide.

FY 2000 Performance Plan Evaluation: The highway
pavement condition goal for FY 2000 has already been
met. As a resu